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- Systematized Bond Testing 
Prevents Excessive Power Losses 


ESTING of track bonds is a matter that often is 
given little consideration by electric railways. That 
the rail return system should be maintained as nearly as 
possible continuous electrically is taken for granted. 
Generally, however, too little real attention is paid to a 
-systematized method of testing its condition. Energy 
and money frequently are expended in maintaining an 
efficient overhead system, while only a hit or miss system 
of visual inspection is used to locate faulty bonds. 
Perhaps even this is not done at regular time intervals. 
| One serious objection to the visual system of inspec- 
tion is that in paved streets the inspector has absolutely 
no way of determining conditions at the base of the 
rail. Is there a concealed bond? Is it in good condi- 
tion? He cannot tell. 

Some of the larger electric railways use specially 
equipped cars for testing the return circuit. These have 
given generally satisfactory results, but their construc- 
tion is too expensive for the smaller companies. 

With portable testing outfits it is usually somewhat of 
a problem to secure a proper flow of current across the 
joint. A device used by the Northern Texas Traction 
Company to accomplish the purpose is described by J. H. 
Bowen, assistant to the electrical engineer, in an article 
appearing elsewhere in this issue. Systematic bond 
tests are made by this company to insure the electrical 

_continuity of the return circuit and prevent power 
losses. The apparatus used is not expensive and it is 
felt by the management that the expense of the tests is 
thoroughly justified by the results obtained. 


Spray Cleaning Methods 
Are Easy and Economical 


YSTEMATIC cleaning of railway equipment is one 
of the necessities of satisfactory operation. Several 
railways are using the spray method with satisfactory 
results. The Grand Rapids method of car washing 
described elsewhere in this issue uses compressed air 
with water under city pressure and has reduced the time 
of cleaning cars 75 per cent. Other railways are using 
some sort of cleaning solution mixed with the water. 
One great advantage of the spray method is the ease 
with which inaccessible places can be cleaned. For 
cleaning trucks and equipment parts that have accumu- 
lations of grease and dirt, kerosene or gasoline mixed 
with soap and water has been tried. A disadvantage 
of the use of such mixtures is the*increased fire hazard, 
but proper care in apparatus employed and the space 
used for washing will overcome that. For cleaning 
insulated electrical parts a solution that will evaporate 
rapidly and not damage the insulation could be used. 


There are very few electric railway shops that are 
not equipped with a permanent compressed air supply. 
This can be utilized to furnish the pressure for the 
cleaning solution and also to form the spray. Spray 
guns similar to those used for painting are found par- 
ticularly convenient for regulating and directing the 
spray. Different kinds of cleaners are needed and the 
development of this method will, no doubt, result in 
various cleaning agents best suited to the particular 
work to be done. The method offers advantages of 
decreased time for cleaning, less cost of maintenance, 
greater flexibility in reaching out-of-the-way corners, 
and it is less fatiguing to workmen. 


Pride in Excellence of Track 
Sometimes Is Misplaced 


AY engineers naturally take pride in the quality 

of track maintenance done by the railways with 
which they are connected. Reasonable satisfaction with 
the methods of his company is essential or the work 
of the engineer will be of little value. Without it the 
man’s heart could not be in his work. 

Such pride, however, is not always built upon a solid 
foundation. Often when one talks with a way engineer, 
the latter will say that his company prides itself on 
its smooth, well maintained track. But if one then 
rides over a considerable part of that particular sys- 
tem, one wonders where any such idea originated. The 
editors of this paper in their travels around the coun- 
try have heard remarks of this kind applied to all sorts 
of track—good, bad and indifferent. 

Why does this situation exist? Does the way engi- 
neer point with pride to track which he knows to be 
poorly maintained? Probably not. More likely his 
range of actual experience with smooth and rough track 
is too limited. If his own track is better maintained 
today than it was five years ago, he feels that it is, 
ipso facto, good. Compared with the track of other 
railways, however, this may or may not be the case. 

Track maintenance has not been, and probably could 
not be, standardized as to quality. It might be pos- 
sible for the American Electric Railway Engineering 
Association to specify the depth of cupping that con- 
stitutes a bad joint, or the maximum amount of cor- 
rugation to be permitted before a rail is removed from 
service. So many factors affect the riding qualities of 
track, however, that it would be practically impossible 
really to define good and bad maintenance. 

Comparative numbers of derailments have sometimes 
been used to measure the quality of track maintenance. 
Obviously this leaves out of consideration such matters 
as smoothness and noise. When all is said and done 
there is no better test of the riding quality of track 
than actually to ride over it. Before becoming too well 


This is the issue in November that is devoted essentially to maintenance subjects 
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satisfied with his track, therefore, the way engineer 
might well spend a few days riding over the lines of 


other railways to compare the quality of their main-’ 


tenance with that done by his own company. 


Pertinent Thoughts from 
the International Meeting 


“6 OW MUCH can we learn from the other fellow 

and how much can the other fellow learn from 
us?” has always been a question open to diverse 
answers. It is believed, however, that the reader of 
reports in this paper of conventions in foreign lands 
will find that there is an increasing mingling of ideas 
as time goes on. Take, for example, the Budapest con- 
vention of the International Street and Interurban 
Railway Association, the proceedings of which are 
abstracted in this issue. 

Glancing over the papers on track, it is seen that at 
least the German members of the association are appre- 
ciating the value of standard sections as developed by 
their national organization. Can’t we in America lose 
a prejudice or two when we learn that one-fourth of 
all new rail is according to the standards? ~Looking 
over the papers relative to rail welding, we see our- 
selves ahead in the matter of welding paved track, but 
who in this country is conducting welding experiments 
in open track analogous to those described by Max 
Schwab? The difference between summer and winter 
temperature extremes in many parts of the United 
States is no greater than in Germany or Switzerland. 
‘Can’t we learn something in this instance? 

As to power conversion and line contact voltages, it 
must be admitted that while ahead on the automatic 
substation we are behind on the mercury arc rectifier, 
although the latter was born here. In the papers on 
interurban and electrification practices, it is a bit of a 
shock to see how long ago the Hungarians were oper- 
ating high-tension direct current successfully. 

Up to the acceptance in Europe of the one-man 
light-weight car and side-door pay-leave designs we 
were far ahead in city rolling stock. As continental 
operators accepted the principle of one-man operation 
and interconnected door and step mechanisms, we were 
entitled to utter loud huzzas. But what’s this mysteri- 
ous departure begun in Paris and now adopted in 
Berlin whereby the traditional truck-mounted motor and 
gearing and the equally traditional brake rigging are 
giving way to automobile driving and rigging princi- 
ples? Are American car buyers on the qui vive or not? 

A perusal of the papers on motor buses versus trol- 
ley cars shows that the European operator figures the 
field of the ordinary not de luxe motor bus within 
much the same limitations as level-headed American 
operators. At the same time, these foreign managers 
find a further value in the bus because it has stimu- 
lated very necessary and possible improvements in the 
tramear. Mr. Stein’s answer to the question, “Who 
would gain through the replacement of the street rail- 
way by motor buses?” is commendable for its common 
sense reference to the fact that there are other candi- 
dates for curb space than the motor bus. 

In the field of the self-propelled car, it is clear that 
satisfactory progress with Diesel-electric drive is being 
made in at least one country—Sweden. Gasoline may 
be too cheap over here today to call for Diesel units, but 
would it not be worth while for the research depart- 
ments of our larger automotive and electrical interests 
to experiment now for the inevitable tomorrow? 


Finally, in the realm of operation we may glow a 
bit with pride to see the attention paid to our methods 
of traffic regulation—such as safety isles in the streets 
and automatic signals on the cars. On the other cheek, 
we must blush with shame at our diffidence in stop 
spacing. Think of an average stop spacing of 1,083 
ft. and the matter-of-fact suggestion for still greater 
spacing. These are not skip-stop spacings, but the 
regular thing. Were it not for these spacings 
European motors of the Westinghouse No. 3 and 
GE-1000 vintages would not be bowling along at speeds 
bettered by us only through much more horsepower per 
ton. For a parting thought, consider Glasgow’s cheap 
and easy way of combating motor bus competition. 
Stops since early spring have been increased from an 
average of 552 ft. to 720 ft. Out go 600 stopping 
places, into the rolling stock reserve go 70 cars and up 
goes the schedule speed nearly 1 m.p.h. 


Manufacturing by Operating Properties 
a Questionable Process 


ANUFACTURING of material used in the con- 

struction or mdintenance of electric railways is a 
questionable accomplishment claimed by a few com- 
panies competing for the Coffin Prize: To the mechan- 
ical mind this may be a natural tendency. The love to 
build or create is often instinctive. 

In some localities isolated from manufacturing cen- 
ters, certain forms of construction possibly may be 
justified, but by and large it is doubtful whether an 
operating company can afford to manufacture anything 
that can be purchased in the open market. Certainly 
the manufacture of electric track switches and signal 
apparatus comes in this category. 

Here it is that the accountant should come into play. 
Not only the direct costs of manufacture should be 
charged, but the overhead—the use of the capital 
invested in the plant and machinery—not only for the 
time of use in the manufacturing process but during 
the idle time between such periods, and also the de- 
preciation entailed by such process should be considered. 

To cite one instance of mistaken economy, the switch- 
board of a central substation was designed and con- 
structed locally, with a great apparent saving in cost. 
During the first two years of operation a fire, started 
by a small arc, gutted the station and necessitated its 
complete reconstruction. The error was simple—the 
clearances allowed were too small for the high voltage 
used. 

Enthusiasm to create should not be allowed to warp 
the analysis of the costs. 


Good Construction the 
Groundwork of Success 


ONSTRUCTION practices as treated in the Coffin 

prize briefs show initiative. The volume of con- 
struction accomplished is indicative of the unquestioned 
confidence that these operators have in the future of the 
industry. It is the *history of each of the thirteen 
companies reviewed in this series of articles that the 
physical equipment has been improved, by revamping, 
by reconstruction—or by scrapping the old and buying 
the new. This has resulted in better relations and more 
riding. Which of the latter two improvements pre- 
ceded the other is immaterial. Both are desirable and 
both have been accomplished by the competing railways. 
What they have done, others also can do. 
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Portable Resistance Used to Test Bonds 


Old Heater Rewound with Arc Headlight Resistance Wire Has Been Mounted on Oak 
Base with Steel Rod Connection to Rail—Complete 
Bonding Tests Made Annually 


By J. H. Bowen 


Assistant to Electrical Engineer, Northern Texas Traction Company, Fort Worth, Tex. 


ARIOUS methods of testing rail 
\) bonds are in general use at the 
present time. In the two-milli- 
volt meter method the drop across 
the rail joint is compared with that 
across a fixed length of rail. In the 
direct reading method the resistance 
of the joint is read directly by means 
of a modified slide wire bridge ar- 
rangement in terms of number of feet 
of rail. Other similar methods also are 
used. A prerequisite of all tests, re- 
gardless of their nature, is a flow of 
current through the rail joints of the 
section of rail under test. 

During the last two years it has 
been the duty of the writer to make 
all such tests on the lines of the 
Northern Texas Traction Company. 
Several years ago this company pur- 
chased a direct reading bond tester to 
supplant the old method of visual in- 
spection. This instrument was used 
with more or less indifferent success 
for several years, giving very satisfac- 
tory results on downtown and feeder 
lines, but giving less satisfaction on 
lightly loaded or outlying lines. This 
was due to the intermittent flow of 
current in the rails, making it neces- 
sary to resort to the old method of 
visual inspection in such instances. This often resulted 
in the overlooking of bad bonds and in maintaining 


_bonds where unnecessary. 


With the idea of placing an artificial load on those 
sections of track with light traffic conditions, an ob- 
solete trolley car of the type used only in emergencies 
was secured. On the inside of this car were placed 
twelve old resistance grids connected in series,. giving 
about 80 amp. on 600 volts. When testing bonds on 
an outlying line this car was run out to the terminus 
and the rheostat load turned on. This would work very 
satisfactorily until open joints were encountered, divert- 
ing all of the current to the other rail. Its operating 
cost of approximately $1 per hour was another objection 
to this method of artificial load. 

Working with the idea of developing some form of 
portable Ioad to be carried along with the testing 
instrument, after considerable testing and experiment- 
ing to determine the smallest load that would give a 
satisfactory deflection of the test instrument, the writer 
finally devised a portable resistance “load” of approxi- 
mately 4 kw. which gave a current of 7 amp. on 600 
volts. This portable load is very light and easily 
handled, weighing only about 12 lb. It is constructed 
from the interior of an old car heater stripped and 


An Old Heater Element Has Been Rewound with Arc Light Resistance Wire and 
Mounted on an Oak Base for Bond Testing 


rewound with enough standard 600-volt arc headlight 
resistance wire to limit the current to approximately 
7 amp, This element is mounted on an asbestos-covered, 
1-in. x 4-in. oak base approximately 3 ft. long and the 
element is surrounded by a light steel grating to protect 
the operator from accidental contact. It is carried by 
means of an insulated handle made of heavy oak with 
large fiber disks on each end. 

An accompanying illustration shows the general ap- 
pearance of the device, while another view shows two 
men actually engaged in testing a bond. The man in 
the background has set the counter bar over the bond 
and with his right hand is manipulating the test instru- 
ment, strapped from his neck. The man in the fore- 
ground is touching the trolley pole to the wire with 
his right hand and with his left is touching the load 
to the rail just behind the joint. The portable load 
rests on a single leg made of standard x-in. x 1-in. 
strap iron bolted to the oak base and connected to one 
end of the resistance coil. - 

Considerable difficulty was encountered in securing 
a suitable trolley pole. The requirements were that it 
had to be light, reasonably strong and in two or more 
sections to facilitate handling. A 16-ft. bamboo fishing 
pole bought from a local hardware store solved the 
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problem admirably. The glued connection between the 
brass joints and the ends of each section of pole were 
reinforced with small rivets, each pole section jumped 
with pieces of single drop cord soldered to the brass 
joints and taped at three or four places. An impro- 
vised trolley hook made of a piece of No. 4 copper wire 
about 12 in. long was fastened to the end of the pole by 
wrapping securely with tape. 

When employed in conjunction with the direct read- 
ing bond tester this load assures a positive test for 
every bond regardless of its location in reference to 
the return line current. The 7-amp. load gives a rea- 
sonably satisfactory deflection of the test set galvanom- 
eter on 60 and 70-lb. rail and can be used on larger 
sizes, although for all-around use a 15-amp. load is 
recommended. 

The resistance which a bond should be allowed to 
attain before it is considered bad is a variable quan- 
tity. Although general practice limits this resistance 
to an equivalent of 6 to 8 ft. of rail, this is an arbitrary 


Current Used for Testing Rail Bonds on Northern Texas Traction 
Company Lines Is Taken from Trolley and Passes Through 
Portable Resistance Coil and Steel Rod to the Rail 


guantity, as a bond of a given resistance showing 8 ft. 
of rail on 60-lb. steel will show twice this amount, or 
16 ft. on 120-lb. steel. The writer usually adopted 
15 ft. as the limit on 70 to 80-lb. steel and proportionate 
lengths on heavier sizes. Considerable care should be 
taken to prevent the test instrument from being set 
over an open joint, the drop across which may be 
sufficiently high to burn it out. 

In this company the bonding program calls for a 
complete bonding test at least once a year and in two 
cr three special instances every four to six months. 
A complete record is kept of all bonding tests, showing 
the location and date of the test and the number and 
date of the bonds installed. 

’ By special work bonding is meant all long bonds and 
cables for jumping crossings, switch ends, turn-ofis 
and other special work construction where the elec- 
trical continuity of the track circuit is subject to inter- 
ruption. Special work bonding is in much the same 
category as rail joint bonding, only worse. - Bonded 
joints are given at least some form of inspection, but 
jumped bonds and cables are usually installed and then 
promptly forgotten. . Frequently on a piece of track 
great care is taken to insure well bonded joints on ‘all 
tangent rail, yet very little regard is given to the 
over-all condition of any intervening. special construc- 
tion, overlooking the fact that a poorly bonded piece of 
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special work may offset the results of a mile of good 
joint bonding. ; 

Such a condition is the result of either poor test 
methods or the lack of any form of tests. There are 
sO many varying factors which enter into such a test 
that only the general method of procedure will be men- 
tioned. For the average line the drop over a single 
track crossing bonded with 20 ft. of 500,000-cire.mil 
cable should not be over 0.08 to 0.2 volts under ordi- 
nary load conditions, although this might be doubled 
in exceptional cases, such as abnormal load and de- 
creased size of the jumper. The most dependable and 
consistent test found by the writer is a comparison of 
the drop across the cable with that over a fixed length 
of rail. Due to the considerably less relative cross- 
sectional area of the copper cable, a resistance of 50 
to 75 ft. of rail indicates a good bond. Under ordinary 
conditions, a drop of more than 0.5 of a volt indicates 
the bond between the rail and the cable jumper is 
broken. fk 

In testing switch ends and turn-offs the test circuit 
should extend from straightaway to straightaway; that 
is, from the outside of the switch and mate joints to 
the outside of the frog joints. For reasonable over-all 
drop pretty much the same values apply as given above 
for crossings, depending upon the length of the cable. 
Certain types of special work equipment, due to re- 
peated pounding, are subject to fracture. Often the 
man testing bonds will mark for repairs the bond on 
either end of this special work piece, but overlook the 
fact that the over-all drop will probably be very little 
improved due to the presence of the fracture. Any 
type of direct-current meter of reliable manufacture 
with a scale range of zero to 5 volts will serve for such 
tests. 


Electric Emergency Trucks 
Used in Brooklyn 


Simplified Operation and Ability to Raise or Lower 
Tower from Driver’s Seat with Workman in 
Position on Tower Are Outstanding 
Advantages 


By G. H. McKELWAY 


Engineer of Distribution Brooklyn-Manhattan Transit 
Corporation, Brooklyn, N. Y. 


ECENTLY there have been put into service by the 
Brooklyn-Manhattan Transit Corporation two elec- 

tric trucks for use by emergency crews. The use of 
electric trucks for such service is not usual, but the 
practice by the Brooklyn-Manhattan Transit Corpora- 
tion is not an experiment as that company has had elec- 
tric trucks in emergency service ever since 1912, and 
considers them much superior to gasoline-propelled 
vehicles. The principal reasons for preferring the 
electric over the gasoline trucks are: Longer life—the 
first car purchased is still in service; greater reliability 
—they are in the shop only about half of the time that 
gas cars are; ease of repair—if they do become disabled 
there is very little about them that the ordinary lineman 
cannot repair on the road; cheapness of operation— 
their cost per mile is lower than that of gas trucks; 
simplicity of operation—it is much easier for a man 
to learn to operate an electric than a gas truck; freedom 
from accidents—due to their lower maximum speed they 
are less liable to run over or into persons or vehicles, 
It might be considered that their lower speed was a 
disadvantage, but they are built for higher speeds than 
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most electric cars and in the heavy traffic of the city 
they can make as good an average speed as a gas car 
with a much higher maximum speed that ean very 
seldom be used and then only for short distances. 

As with all of the older electric trucks owned by the 
Brooklyn-Manhattan Transit Corporation, the new ones 
are of 2-ton capacity, but they have many improvements 
over the old ones. Probably the most important of 
these is the use of a three-section motor-operated tower. 
With this tower it is possible for the linemen to stand 
on the floor of the tower, protected by the railings, and 
work on the trolley wire at its highest point, such as 
over railroad crossings. With the older trucks, in such 
cases the men had to lay boards across the railings and 
work from them. Not only can the towers be raised 
much higher than the old ones but, owing to their having 
been built in three sections, they can be lowered still 
further than the old ones, so that men can work from 
them even under the very low headroom obtaining under 


_ the elevated structures in some parts of the city. 


The raising of the tower by a hoist driven by an elec- 
tric motor is also a great advantage and a great time 
Saver in places where there is heavy traffic, which is 
the rule in many parts of Brooklyn. There are only two 


EMERGENCY. 
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men in the Brooklyn emergency crews. If it was neces- 


_ sary to alter the height of the tower on the older trucks, 


one man turning the crank could not raise the tower 
with the other man in it, and it was necessary for the 
man aloft to get out until the change was made. The 
man raising the tower had also to be on the ground at 
the base of the tower when turning the crank. Now 
the motor can raise or lower the tower in a few seconds 
and one man can stay aloft while the change is being 
made. Moveover, the controller for the motor operating 
the tower is placed beside the driver’s seat, so that he is 
ready to move the truck as soon as the tower is lowered. 
The hoist is protected by limit stops which cut out the 
motor whenever the tower reaches its-highest or lowest 
position. : 

In order to make it unnecessary for the men to step 
out into the street—-where men have been struck by 
carelessly driven automobiles—when going to the tower 
or equipment lockers, a door has been cut in the back 
of the cab and the right half of the seat folds up, permit- 
ting the men to go through the door directly into the 
body. | 


The older trucks are all chain driven. Experience has 
shown that the chain and sprockets were the parts giv- 
ing the greatest amount of trouble, so chain operation 
was not considered for the new trucks. Bids were 
obtained from practically all of the manufacturers of 
electric trucks who made cars of the approximate size 
required. The question of price was not considered to 
be all-important, and a careful study was made of the 
various trucks offered, and opinions of persons operating 
fleets of trucks of the various makes were obtained. The 
advantages and disadvantages thus learned were com- 
pared and evaluated. 

The trucks are equipped with 44-cell, nineteen-plate 
Exide ironclad batteries which drive them, fully loaded, 
at a speed of 16 m.p.h. and carry them at least 40 miles 


Lockers for 
Tools Are 
Provided 
Wherever 
Possible. 

The Three- 
Section lower 
Enables Work 
to Be Done 
Conventenily 
on Higia 
Overireadl 
Wires 


in three hours without recharging. These requirements 
were put into the specifications and were more than met 
by the trucks when tested. 

Although the regular crews of the trucks consist of 
only two men for each, yet often more than that number 
are carried. The lockers between the cab and the tower 
are covered with cushions to provide comfortable seats 
for such additional men. To protect these men from 
the weather there is a canopy covering these seats and 
extending from the back of the cab to the tower. As 
backs for these seats brass hand rails have been 
installed. 

In addition to the regular tools for repair work on 
the wires there is also a locker on each truck, below the 
body and behind the rear axle, in which are kept a few 
light but important wrecking tools, such as jacks, blocks, 
rope, etc., so that the wagons can be used for wrecking 
work as well as line emergency work. It is not, how- 
ever, expected that they will be called upon for much 
work of this character, as they will have enough work 
of the particular type for which they were designed to 
keep them busy. 
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Construction Practices that — 


Reduce Maintenance 


and Operating Costs 


Ene A Rete is 


Modern Theories of Track Construction Developed and Adopted 
by Coffin Award Contestants—Many New Cars Used that Improve 
the Riding Habit and Reduce Maintenance and Operating Costs 


—Relief from Paving Burdens 


operation. It has the twofold advantage of in- 

creasing revenues by building traffic and reducing 
operating and maintenance costs. Many of the com- 
panies have shown real advances in the design of track 
construction to produce low maintenance in future years 
and quiet operation of cars. Track that is resilient has 
also been found by some companies to have less detri- 
mental effect on the rolling equipment by eliminating 
much of the small vibration. 

Modern ideas in car design have encouraged com- 
panies in the use of new equipment that has done much 
to gain public favor and increase riding. Also, good 
construction and the use of modern electrical and air 
equipment have reduced maintenance costs. The tend- 
ency of the companies whose briefs are outlined in 


( yo construction is the foundation of better 


Outlined in Several Instances 


this series of articles has been toward lighter weight 
cars for both interurban and city use. i 

In answer to the Coffin Prize Committee’s invitation, 
containing six subjects to be considered in the presenta- 
tion, the one treated in this article, “Improvements in. 
construction practice which have resulted in reduced 
first cost, reduced maintenance or greater reliability of 
service,” stands out-as one of major importance. Space 
will not permit publishing these chapters in full, but 
the following abstracts will give a brief picture of the 
progress these companies have made in the immediate 
past. Certain features of construction and maintenance 
that are new and of peculiar interest will be treated 
more fully in notes or articles that will appear in these 
pages from time to time. Other accomplishments of 
these companies have already been told. 


Denver Tramway 


PPROXIMATELY 250 miles of 
track is used by this property. 
Being somewhat iso!ated from the man- 
ufacturing centers has encouraged this 
railway in the manufacture of con- 
siderable material used. Practically all 
of the special work used in the track 
is manufactured by the company. In 
early years only pieces of special work 
required for emergencies were manu- 
factured in the shops, but a careful 
analysis has disclosed the fact that 
it was able to construct bolted track 
special work of a better quality and at 
a lower cost than could be purchased 
elsewhere. 
To accomplish this the company has 
purchased a steel building 50x140 ft. 


in size where the smaller pieces of spe- 
cial work are manufactured, the larger 
pieces being built up in the yard just 
outside the building. 

Manganese steel special work is the 
only type not manufactured in the com- 
pany’s shop, this type having been in- 
stalled at eighteen different locations 
during the last three years. Experi- 
ments have been made. with heat- 
treated bolted special work manufac- 
tured by the company, with such success 
that it believes that it will be unneces- 
sary to make further installations of 
manganese special work. 

Electric track switches and signaling 
equipment of special design are also 
manufactured by this railway. 

The exclusive use of T-rail on this 
property reduces the first cost about 25 


per cent. Heat treatment of the rail 
surface has been successfully adopted, 
there being about 200 tons of 70 and 
90-lb. sorbitic rail in use, principally in 
special work. The company believes 
that heat treatment of rail surface in 
special work produces a distinct econ- 
omy. 

Modern practices are adopted in the 
construction of track in paved streets. 
Each paving unit consists of one large 
Austin concrete mixer mounted on 
flanged wheels, which is served by four 
double-truck supply cars, each equipped 
with sixteen batch cars, in which ma- 
terial is supplied to the mixer. This 
equipment, augmented by a portable 
electric concrete tamping machine, con- 
stitutes a paving unit. 

Pneumatie paving breakers,. electric 


Pneumatic Concrete Tampers Used by the Denver Tramway 
Insure Dense Mass by Eliminating Voids and Securing a 
Thorough Coverage of All Aggregate by Cement 


Electric Tie Tampers Used by Denver Tramway, a Labor-Saving 
Apparatus. This Equipment Operates from the Trolley 
and Does Not Require Auxiliary Equipment i 
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Electric Locomctives of Denver Tramway. 
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Following the Decision to Change from Steam to Electric Haulage of 


Freight This Company Constructed Six Electric Locomotives 


tie tampers and drills, rail welding and 
bonding equipment, electric track grind- 
ers and oxyacetylene and oxy-hydro- 
gen cutting and welding outfits are 
used. A central supply yard for ma- 
terials is owned by the company, which 
is kept stocked with the raw materials 
necessary. According to this company, 
the electric concrete tamper produces 
a denser slab, as the possibility of air 
pockets is -avoided and all surplus 
water is driven to the top. The finish- 
ing gang consists of four men, two of 
whom follow close to the vibrator, fill- 
ing in low spots and finishing flange- 
ways, and the two other men follow 
some distance behind the machine and 
trowel the roadway. 

After the initial set the finishers 
broom the surface of the work cross- 
wise to remove floating cement and 
excess water, thereby producing a more 
uniform wearing surface. 

Where concrete is not poured under 
service it is covered with dirt and kept 
wet for ten days before traffic is 
allowed on it. ; 

Conerete wearing surface streets 
have long been used in Denver. The 
base course used is a 1: 3: 6 mix and is 
5 in. deep. The top or wearing course 

is 1: 2:3 mix and is 4 in. deep. Con- 

siderable economies have been effected 
by substituting the monolithic concrete 
paving at a cost of $2.35 a square yard 
for the former stone block paving, 
which cost $5.50 a square yard. The 
concrete surface is not only cheaper to 
build but results in lower maintenance 
cost. The company claims for the 
process that complete adhesion between 
the rail and concrete is obtained, which 
prevents water getting to the ties and 
eliminates frost-heaving. 

For small construction and repair 
jobs a distinct saving is made by the 
use of three Jaeger electrically driven 
portable concrete mixers, operated 
from the trolley. To concrete used in 
small quantities or when placed under 
special work under traffic conditions is 
added a small amount of calcium chlo- 
ride to aid the initial set. No failures 
of concrete have been reported when 
calcium chloride is used. 

During 1924 the company placed 
4,274 welded joints. These joints had 
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machined fishbars with 28x8x-in. base- 
plates. Fishbars had grooves planed 
out to allow welding material to get 
under the head of the rail and to allow 
for an accumulation of slag. Three 
pounds of welding material was used 
per joint. Late in 1924 14-in. base- 
plates were adopted, making a net sav- 
ing per joint of 57 cents. This year 


the company will place 5,000 welded 
joints at an average cost of $5.33 com- 
plete. 


ROLLING STock REBUILT 


During the years 1921 to 1925 inclu- 
Sive 92 passenger cars have been re- 
modeled in the company’s shops for 
one-man operation and 50 new cars 


Material Storage and Handling Yard Owned by the Denver Tramway. 


Material Is 


Distributed from This Central Point for All Construction Work 


Building Used for the Manufacture of Special Work. 
Rail Surface Have Been Found Very Satisfactory for Use in Denver 


Bolted Pieces with Heat-Treated 
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constructed. Also 52 trailers have been 
reconstructed with folding doors and 
steps and equipped with electric cou- 
plers. Much of the other equipment 
has also been remodeled and repaired. 

In all 50 new cars have been pur- 
chased and are used either sing!y or 
with the reconstructed trailers men- 
tioned above. The design of the new 
cars was made to conform to the cars 
which have been in service, many of 
which were remodeled recently. For 
this reason steel underframing and 
wood bodies were used. 

Claim is made that this company 
constructed the first full automatic 
portable substation in the United 
States. Following the successful in- 
stallation of this 500-kw. substation by 
the engineers of the company a deci- 
sion was reached to substitute electric 
for steam locomotives on the standard 
gage line to Golden. 

Six electric locomotives have been 
constructed in the company’s shops and 
- have been used to replace steam loco- 
motives, thereby effecting a great many 
economies in maintenance and operation. 


El Paso Electric Company 


VERHEAD wire system is in- 
spected, maintained or renewed in 
accordance with a definite schedule 
started in 1922. The property has been 
divided into twelve districts, ten of 
which average about 4 miles of over- 
head trolleys each. The eleventh dis- 
trict covers 2 miles of downtown track 
and the twelfth district includes only 
trolley guards and railroad crossings. 
One of these districts is completely 
inspected and worked over each month, 
so that the whole property is covered 
once a year. .The line crew in charge 
of this work does not require all of the 
month to accomplish this work, and is 
thus available for construction or 
emergency work outside of the partic- 
ular district that is being inspected at 
the time. 
International in service and char- 
acter, this company actively promotes 
the welfare of both El Paso in Texas 
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New International Bridge Erected by the 
El Paso Electric Company to Promote 
the Commerce Across the American- 
Mexican Border 


and Juarez in Mexico. To this end 
the company rebuilt one of the inter- 
national bridges in 1924, replacing the 
old wooden bridge connecting Stanton 
Street, El Paso, with Lerdo Avenue, 
Juarez, by a permanent structure of 
concrete and steel. This bridge is 
467.5 ft..in length and 29.7 ft. wide 
between parapets. It carries a single 
line of railway track, a paved highway 
for vehicles and a sidewalk for pedes- 
trians. On account of the immigration 
regulations of the two governments all 
traffic on this bridge is into Mexico, the 
return being via Santa Fé Street, 
where another bridge owned by this 
company is located. 

In order to make a general improve- 
ment in the railway distribution sys- 
tem and to insure continued power sup- 


ply, additional substation equipment 
totaling 1,500 kw. has been added. 
This provides practically duplicate 


equipment and cost a total of $45,000. 
In addition to the substation ‘equip- 
ment there was also added, in 1924, 
generating capacity by the installation 
of a 15,000-kw. General Electric turbo- 
generator, costing approximately $900,- 
000. This new unit has already caused 
a considerable reduction in the cost of 
power delivered to the railway depart- 
ments. 
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Steel ties of the International Steel 
Tie Company’s manufacture, laid on 
top of a crushed rock ballast, have 
been used by this company, with con- 
siderable success. A heavy section rail 
is likewise used. The track is brought 
to line and grade in the usual manner 
and a 6-in. two-course concrete paving 
base is placed on top of the crushed 
rock. 

The slight resilience of the track 
reduces noise, is easier on the equip- 
ment and has proved very successful; 
likewise, the construction cost of this 
type of track is at least a dollar less 
per foot than the cost of other types 
used. 

Several years ago, as a temporary 
relief from a serious financial burden, 
this company was allowed to fill the 
tracks between the rails with earth 
and apply crude oil as a means of 
reducing the dust. A little care used 
in keeping the open section well filled 
and oiled at least twice a year has been 
satisfactory to the residents along the 
streets. 


Beaver Valley Traction Company 


ELEASE from paving obligations 

has been this company’s greatest 
accomplishment presented in its chap- 
ter on improvements in construction 
practice. 

In Ambridge, Pa., a new franchise 
was secured, whereby the borough pays 
for the installation and maintenance 
of the paving and the company agrees 
to pay a rental of $1,200 a year if 
earned after operating expenses, taxes 
and interest on bonded indebtedness. 
This agreement was not obtained over- 
night, as the borough was loath to 
relinquish its franchise rights. With- 
out this new franchise the company 
would have been faced by an expendi- 
ture of $175,000. During the process 
of negotiations, the company was 
ordered to cease its service and substi- 
tute a motor coach operation and a 
10-cent fare. This order, after two 
weeks, was rescinded because of public 
sentiment against the substitution of 
bus operation, and the agreement was 


Open-Track Construction with Slag Fill in a Street on College 
Hill, Beaver Valley Traction Company. 
Fill Keeps Automobiles Off the Track 


This Type 


Single Track of Beaver Valley Traction Company Constructed 
Along the Side of the Lincoln Highway. 
Separating the Track and the Road Proper 


Note the Curb 
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reached whereby a-rental of $1,200 per 
_ year (if earned) was substituted for 
the capital expenditure. 

In several other communities per- 
mission was granted to allow the tracks 
to remain either in the center of the 
streets or at the side of the highway in 
open-track construction with ballast, 
generally of slag, filled to the top of the 
rail. Examples of this type of con- 
struction are shown in the accompany- 
ing illustrations. 


Tri-City Railway of Iowa 


| Odie eae plans recently effected 
in Davenport involved considerable 
track reconstruction. In order to fur- 
nish faster and more flexible service, 
it was necessary to build numerous 
passing tracks on single-track lines ard 
to substitute double curve branchoffs, 
with passing track facilities in place 
of fantail special track layouts, so that 
ears branching off from the double- 
track main line could clear the main 
line irrespective of meets. 

Automatic electric signals have been 
installed on all single tracks, with the 
exception of the very end of the line. 
Eleven electric track switches have 
been installed at the most important 
intersections. 

Plans of construction of this new 
track involved the use of 80-lb., 7-in. 
rail with welded and machined joints. 
Crushed rock ballast was used and a 
brick top set on a concrete base with a 
grout filler and sand cushion. On re- 
construction work this company is 
allowed to use old bricks. Extra care 
in laying and reversing the bricks. has 
produced excellent results, practically 
as good as with new brick construction. 
Modern equipment is used, such as 
pneumatic tie tampers, paving break- 
ers and cutters, rock crushers, electric 
cranes, steam shovels, Differential 
dump cars, drills, concrete mixers and 
trench pumps. 

On reconstruction jobs the company 
erects a sign giving the facts as to 
cost and other pertinent information 
to arouse the interest of the company’s 
patrons. 


Houston Electric Company 


ONOLITHIC type of track con- 

struction was used prior to 1920. 
Due to the fact that this track is in- 
clined to be noisy, and also because a 
settlement often caused the solid slab 
to crack, making repairs extremely 
difficult, experiments have been con- 
ducted with the “sandwich type” of 
track construction, using a concrete 
sub-base, a rock ballast and a concrete 
paving base laid on top of the ties and 
ballast. 

This type of construction is similar 
in many respects to that used in Dallas 
and El Paso. Experiments have also 
been made with the Carey Company’s 
Elastite rail filler. 

For a number of years this railway 
_ has constructed locally all of its steam 
road crossings. It is believed that 
these crossings can be manufactured 
at a lower cost than manufacturers’ 
quotations. The company uses a full 
length 30-ft. rail on the steam road 
side. This last practice was started 
after a period of experimentation at 
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a crossing with a long rail, which 
remained in line and surface consid- 
erably longer than the old style cross- 
ing with short arms. This practice 
has been adopted in the vicinity of 
Houston by the Southern Pacific Rail- 
road, Gulf Coast Lines, and other steam 
roads. 

Experiments have been tried, with a 
certain measure of success, of driv- 
ing a pile under each crossing frog 
and framing a timber bent on top of 
the piles on which the crossing rests. 

During the past year this company 
has placed in operation seven- 29-pas- 
senger Yellow Coach buses and eleven 


in conjunction with the Westinghouse 
company. This operates in somewhat 
the same manner as the dead man’s 
control on the Birney cars. 


Grand Rapids Railway 


F OUTSTANDING importance in 

this company’s presentation was 
the competitive design and construc- 
tion of three sample cars by three of 
the leading car manufacturers in this 
country. The “Minnesota,” the “Ohio” 
and the “St. Louis” are known 
throughout the country today. These 
three cars with one more, which is a 


Cover of Grand Rapids Presentation Features the Three Sample Cars Designed for This 
Property. The Cover Is Done in Purple Leather with Enameled 
Illustrations in Color 


29-passenger Fageol buses. A number 
of improvements have been built into 
these buses, such as a stanchion placed 
immediately behind the driver, a change 
in location of the instrument board, 
the installation of a duplex air gage, 
instead of the small air gage furnished 
with the equipment; the use of two 
cowl ventilators to permit air to pass 
down around the operator’s seat, where 
the heat from the motor is most notice- 
able, and the design and installation 


of a new style of safety brake pedal, 


standard single - truck .safety car, 
dressed up with improvements and su- 
perior fittings, were exhibited on the 
Boardwalk at the last Atlantic City con- 
vention. They have also been fully 
described in ELECTRIC RAILWAY JOUR- 
NAL in the issues of May 9, 16 and 23, 
pages 721, 767 and 807 respectively. 

From these three sample units one 
will be selected, perhaps with modifica- 
tions that will include the good points 
of others, and adopted as a standard 
car for use by this company. 
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Nashville Railway & Light Company Uses a Macadam Ballast Under the Ends Only. 


: Bi PAF 290% 
Y “Macadanr Concrete 
This contestant’s presentation re- 


port features the development of these 
three designs as having an outstanding 
influence on practically all phases of 
the company’s operations. The brief 
itself is in harmony with the excellent 
work of this company and the outside 
cover featuring the three cars is re- 
produced in these pages. 

The railway is using 100-lb. A.R.A. 
type A rail with thermit joints. The 
track structure is supported on & 6-in. 
concrete base on top of which is placed 
a 1-in. sand cushion and then the wear- 
ing surface. 

As an experiment, there has been in- 
stalled 1,000 ft. of double-track con- 
struction, using a steel tie supported on 
a mastic base, the mastic filler consist- 
ing of rag pulp and asphalt., Careful 
comparative tests will be made cover- 
ing the different types of construction. 

Following the loss by fire of two snow 
sweepers and a scraper, an obsolete 
passenger car was remodeled into a 
combination snowplow and sweeper to 
replace old equipment destroyed in the 
fire. The new unit has effected a de- 
crease in the operating expenses by the 
fewer employees required to operate it. 
The cost of the remodeled equipment 
was $4,336, as against $12,000 which 
would have been the approximate cost 
of new equipment. 


Nashville Railway & Light 
Company 


ATERIAL reductions in first cost 

and maintenance expense have 
been effected by this company in its 
track and roadway department prac- 
tices. 

Only heavy rail, such as Lorain sec- 
tion 103-478, is used on straight track 
and Lorain section 114-480 rail on 
curves. 

Abbott plates are used under joints 
and all joints are welded and ground 
when installed. 

An original and improved method in 
concrete construction practiced by this 


Macadanr 


Produces Greater Resilience 


Macadam- 
Claims Are Made That This 
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Method of Shimming Loose Rails and Waterproofing as Practiced in Nashville 


company is that of tamping cross-ties 
with ballast at the ends of the ties 
only. It is claimed for this method 
that the necessary resiliency is gained 
which results in longer life and a 
lower maintenance to both the track 
and the equipment and without injury 
to the paving or the paving base. This 
method is shown:in an accompanying 
illustration. 

White oak shingles are used in shim- 
ming under the rail at special work 
where the ties have become rail cut. 
These shims are used between the rail 
and the tie and also under the rails 
between the ties, or on top of the con- 
crete. A similar practice is used to 
raise special work. Oak, boards from 
% to 1 in. in thickness are placed under 
the special work, frogs or castings in 
concrete type construction. 

Another important practice is that 
of waterpoofing along the rails. This 
involves the use of fine crushed stone 
adjacent to the rails and up to the level 
of the surfacing foundation. A very 
hot asphalt is poured over the crushed 
stone, which thoroughly penetrates the 
crushed stone and fills all the voids 
under the rails and around the shims, 
forming a waterproof mass. This prac- 


tice is shown in an accompanying 
sketch. 

The company uses modern methods 
and modern machinery in its track re- 
construction work. A 4%-cu.yd. concrete 
mixer which can be moved by coupling 
to a car is used, thus avoiding the loss 
or damage to cement during wet 
weather. The company also uses a 5- 
cu.ft. mixer on small jobs. 

A rock quarry and crusher and pul- 
verizer plant are owned and operated 
by the company, thus enabling it to 
deliver crushed stone to the job at 
$1.08 per cubic yard as compared with 
$2.98 for the same material purchased 
elsewhere. An automatic tie tamper 
is used in reconstruction work, which 
saves 5 cents per tie. The ties are first 
tamped by means of this machine and 
then by hand, whereas formerly ties 
were tamped three times by hand. 


Eastern Massachusetts Street 
Railway 


OLLOWING the reorganization of 
the equipment maintenance depart- 
ment and the concentration of shop 
work at Chelsea and Brockton, the task 
of modernizing the car equipment was 


Before and After Lifting the North Saugus Line Out of the Mud, on the Lines of the Eastern Massachusetts Street Railway 
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An 8,000-Ft. Reconstruction Job, One of Many That Show the Extensive Rebuilding 


Carried Out by the Eastern Massachusetts Street Railway. 
Tram Rail Is Replaced by 91-Lb. T-Rail 


undertaken. The first step involved 
the purchase of 250 standard single- 
truck safety cars, the operation of 
which started in 1920. At this time 
457 double-truck cars were recon- 
structed for one-man operation. The 
Public Utilities Commission of Massa- 
chusetts required that any car oper- 
ated by one man should have safety 
features that would, in case of emer- 
gency, shut off the power, apply the 
brakes and unlock both front and rear 
doors. A plan was finally worked out 
by the manufacturers to produce the 
desired results. This equipment was 
purchased and installed at an expendi- 
ture of less than $100 per car. The 
features making this possible included 
the installation of a conductor’s valve 
in the center of the car that could be 
operated by a passenger. 

During the last 2% years the com- 
pany has purchased 75 light-weight 
double-truck one-man cars weighing 
approximately 32,000 lb., which re- 
placed cars weighing in excess of 44,000 


Ib. Other features of these 75 cars 
include larger platforms, wide double- 
folding doors, safety switch box hous- 
ing, a panel including all operating 
switches, modern lighting system, con- 
sisting of four 94-watt lamps with 
automatic compensating fixtures in 
series with*the 94-watt headlights; air- 
operated slack adjusters, variable load 
brake equipment, arrangement of seats 
to provide maximum aisle space, and 
control of rear door for exit and en- 
trance of passengers by operator. 

All passenger cars have been equipped 
with a highly efficient glass reflector 
type of headlight, thus eliminating the 
use of arc headlights and metallic re- 
flectors. Automatic heat regulators 
have been installed on all cars. This 
has resulted in a considerable saving 
in power and a more even heating. 

Twelve new double-truck Russell 
snow sweepers were purchased during 
recent years, and 46 old cars were 
converted into snowplows or sweepers. 
Also five double-truck rotary snowplows 


One of the 90 Modern Snow-Fighting Units Used by the Eastern Massachusetts Street 
Railway to Conquer the Rigorous New England Winter 
( ; 


were reconstructed to act as shear- 
plows. This makes a total of 90 double- 
truck snow-fighting units, equivalent 
to one for every 7 miles of track. In 
addition to these snow-fighting units, 
snow scrapers have been added to many 
of the passenger cars. 

At the time of the reorganization 
of this company in 1919 the physical 
condition of the tracks was poor. About 
50 per cent of the total mileage, equal- 
ing 300 track-miles, was in practically 
worn-out condition and unfit for proper 
or safe operation. 

Of the 640 miles of track maintained 
today, 305 miles is open-track construc- 
tion and 8385 miles is in paved city 
streets, a total of 204 miles of open 
track was rehabilitated and welded and 
18 miles was completely relaid and 
welded. Eighty miles of track in paved 
streets was rehabilitated and welded 
and 56 additional miles was relaid and 
welded. In this way, a total of 370 
miles, or 58 per cent, has been rehabili- 
tated or relaid and welded. 

The use of modern methods and mod- 
ern equipment for the repair of rails, 
such as the straightening of surface 


Vertical Rail Bender Used te Pick Up Low 
Joints as a Step in Track Repair Prac- 
ticed by the Eastern Massachusetts Street 
Railway 


bent rails, and surface and joint weld- 
ing and grinding, has made possible 
the reclamation.of this trackage, with 
an estimated total saving of not less 
$3,000,000. 


Northern Texas Traction 
Company 


OLLOWING several tests made 

some time ago, this company has 
been convinced that it is a point of 
economy to install double trolley wires 
even on single-track lines. This is par- 
ticularly true when there are frequent 
turnouts or sidings and when a fast 
schedule is maintained. In a repre- 
sentative section of track the additional 
trolley wire was estimated to cost 
$3,200 and the savings made by the 
installation of the second trolley wire 
was estimated at $1,900 per year. It is 
pointed out that the trolley wire in 
single-wire construction is frequently 
worn at the switch frogs, due to the 
trolley pounding the edge of the frog, 
thus bending the wire at the point of 
connection. By the change dewirements 
are avoided and service is improved. 
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Upon the installation of the syn- 
chronized traffic control on Main Street, 
in Fort Worth, an overload condition 
was experienced during rush hours, as 
all street cars in the regulated section 
attempted to start up at one time. The 
overload point on the circuit breaker 
was raised until it became higher than 
the capacity of the rotary converter, 
creating a very undesirable condition. 

Solution of this vexing problem was 
finally found in the installation of a 
General Electric automatic sectional- 
izing switch connecting a nearby feeder 
section. The application of this piece 
of equipment to this unusual condition 
avoided the expenditure of several 
thousands of dollars for new substation 
equipment and accomplished the desired 
results. 


Northern Ohio Traction & Light 
Company 


Bowe of track totaling 24,- 
500 ft. have recently been made by 
this property. This amount is part of 
the 106,000 ft. of new and reconstructed 
track recently accomplished. Consider- 
able second track has been built, thus 
making double-track lines instead of 
the single-track lines existing formerly. 

An interesting and important accom- 
plishment is the acquisition of the 
right-of-way of the Wheeling & Lake 
Erie Railroad, which extends through 
a congested section of the Akron-Cleve- 
land route in Cleveland, Ohio, and the 
permission to ‘build 4 miles of track 
on it. This will eliminate travel 
through the streets in the villages of 
Maple Heights and Garfield Heights 
and will shorten the Akron-Cleveland 
running time by 40 per cent. 

The company submits that only the 
highest grade construction is used— 
heavy rail, steel or white oak ties, ade- 
quate ballast and sufficient drainage. 
In city sections iron poles are fre- 
quently used to replace wooden poles. 

To assure greater reliability of power 
supply, a new Akron feeder substation 
has been built, in which a 1,500-kw. 
rotary converter has been installed. In 
1924 a 132,000-volt tie line was con- 
structed connecting the company’s sys- 
tem with that of the Cleveland Illumi- 
nating Company. To the south connec- 
tion had already been made with the 
Windsor power station on the Ohio 
River. In this way the company now 
enjoys triple electric resources. 

The company cites the use of copper- 
weld span wire. This increases the life 
of spans from an average of five years 
for the galvanized spans to twenty or 
more years. 


Pennsylvania-Ohio Electric 
Company 


VERY passenger car, coach and 
bus on the Pennsylvania- Ohio sys- 

tem is modern and has been purchased 
since March 1, 1918, with the exception 
of seven cars which have been rebuilt 
since that time. The rolling stock is 
classified under three groups. There 
are 47 standard Birney safety cars, 
uniform in design and equipment. In 
addition to air brakes they are equipped 
with Peacock hand brakes with safety 
brake rigging, using box jaws instead 


ELECTRIC 


of clevices. Plate glass windows are 
used, and a special seating arrange- 
ment provides comfort for passengers. 


‘Under the second group are sixteen 


standard interurban cars, uniform in 
equipment and designed especially to 
be attractive and comfortable. All of 
these cars have plate glass windows 
and mahogany interior trim. No adver- 
tising signs are carried. Air piping 
is concealed and the motorman’s valve 
and controller are paneled to conform 
with the body of the car. All switches 
are inclosed in a cabinet. Passenger 
seats, including the motorman’s seat, 
are upholstered in mohair plush, and 
floors are covered with battleship lino- 
leum. The lighting in the cars is par- 
ticularly pleasing, being inclosed in 
Brascolite fixtures of ornamental de- 
sign. The window ledges are low, and 
of single sash construction, providing 
comfort for passengers. The cars are 
equipped with Folberth wind shield 
cleaners, sun visors, whistles and rear 
view mirrors. The operator controls 
both the front and rear doors. 

The third class of cars, of which 
there are thirteen, are called the stand- 
ard industrial type. They are light 
weight, having a seating capacity of 
64, and while not so luxurious as the 
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renewed, with a like amount in 1926 
and the remainder, of 1,000 ft., in 
1927. In Niles every foot of track has 
been renewed or rehabilitated. In 
Warren, Pa., the track is either new 
or in good condition with the excep- 
tion of 3,000 ft. in West Market Street, 
which will be taken care of in 1926. 
In the smaller communities also the 
track has been completely rehabilitated. 
The company’s bridges have likewise 
received considerable attention in re- 
cent years. Several new bridges have 
been constructed and others rebuilt and 
refloored and made thoroughly safe. 


Dallas Railway 


UIET running track is used in 

Dallas on light traffic lines, par- 
ticularly in residential districts. This 
is popularly spoken of as “sandwich 
track” construction and is illustrated 
in the drawings reproduced. On the 
sub-grade is first laid a concrete sub- 
base, having a depth of 6 in. at the 
outer side-of the trench, soe toward 
the center to a depth ‘of 5 in., which 
allows a slight drainage toward the 
center. A 4-in. tile drain with loose 
joints is then laid in the center of the 
trench and connected to the city storm 


Cross Section 


interurban cars, have comfortable sewers at intervals of not more than 
.) _ ¢Ditch line Sate Hane 
cy [ De ee 
ew | 
OS | eee 
Sik 
SEN as 
BEES he ip 2A pi 24h 28 
rere S 
eee BSS | 
SOS Ney XS 
Shoes ¥IS & L 
DH : Vr = — 
Hee TT Leo) ae 
K ® Ditch line em cn 
wv Ase Electric seam welded Lorain std, bhole angle bars 
‘S x = Ey TN : 
YQ 3h} SSN ,, 
: eS C0. rail section El egatine "£8" heat Freated. bolts, 
Por welded 
= Sjtuminous fee Fe as PP ss a tanh lg! fie 
SF Aaving c ae Concre ‘< 
en ee Boye & fs parE per air, 
NA 
pag Be 
; 3b we forrne enn nnn fon nn nnn ne fone [QL Gt ae BES. 
Flat bottom,’ Concrete ‘Ballast +4” Tile 8'x8'Sawn lon We \ gi 5H" 
Hie plate -- SUb-base gravel : iow pire, 907e e heart (a Spike 


“Sandwich Type” of Track Construction Used in Dallas 


facilities and are attractively trimmed. 
These cars are used to carry the peak 
loads to and from industrial plants. 
All track is in good physical condi- 
tion. -Within recent years practically 
all of the track operated today has 
been reconstructed. Except for a small. 
section at the carhouse, all of the spe- 
cial work in Newcastle is practically 
new and three city lines have been 
completely rebuilt. In Sharon and Far- 
rell three of the five main lines of 
railway are new. For this reason the 
company probably will not be con- 
fronted with ‘repair work for years. 
Completion of the renewal program in 
this district will be effected by 1927. 
This year 1,200 ft. of track is being 


1,000 ft. On the sub-base is then placed 
a layer, approximately 2 in. thick, of 
run of pit gravel ballast. 

Standard flat bottom tie plates are 
used on each tie. The track is brought 
to line and grade and the 6-in. conerete 
paving base with a 2-in. asphalt or 
bitulithic top is then laid on top of the 
ties and gravel ballast. 

Several sections of this track have 
been in service for as long as ten years 
without any expenditure for mainte- 
nance. The ballast, being entirely con- 
fined, remains intact and dry, at the 
same time giving a certain amount of 
resilience that successfully eliminates a 
large portion of the noise inherent in 
solid track construction. 
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Maintaining Control Magnet Valves 


Careful Inspection and Adjustment at Regular Intervals Are Necessary—Best Results in Overhauling 
Require Special Tools, Testing Equipment and Gages—Checking of Dimensions 
to Obtain Correct Valve Travel an Important Feature 


By L. S. Lyman 


Engineering Department, Westinghouse Electric & Manufacturing Company 


control equipment, if correctly designed and ac- 

curately manufactured, perform for long periods 
without attention. However, occasional adjustments 
and overhaul are necessary to insure continued depend- 
able operation and to reduce maintenance costs of the 
motor equipments as a whole. 

The principal parts of a standard magnet valve are 
shown in Fig. 1. When used in connection with se- 
quence switches, cam switch groups, and the like, it is 
sometimes called the “on” magnet valve, as contrasted 
_ with the “off” or inverted magnet valve. 

When the coil of the standard magnet valve is ener- 
gized the armature is pulled down toward the core, 
_ depressing the upper valve stem and closing the ex- 
haust port in the valve bushing. At the same time 
the lower valve is depressed and the air pressure is 
applied through the inlet port to the cylinder of the 
device being operated. When the coil is de-energized 
the valve spring and the air pressure raise the valves, 
thus closing the inlet port and opening the exhaust port. 

The action of the inverted or “off” magnet valve is 
‘just the reverse. The valve spring holds the inlet port 
open and the exhaust port closed when the coil is not 
energized, thus applying air pressure to the cylinders. 
When the coil is energized the inlet port is closed and 
the exhaust port is opened, releasing the air from the 
cylinder. 

The length of the upper valve stem determines the 
air gap between the armature and the core. Standard 
valve magnets designed for operation on control circuits 
taking current from the line or from a 32-volt battery 
have a greater air gap than those designed for opera- 
tion on lower voltages and hence are provided with a 
slightly longer upper valve stem. The longer valve 
stem and air gap permits a wider tolerance for wear 
and adjustment. 

It is important that the air gap be maintained within 
proper limits to prevent faulty operation of the switches. 
An excessive gap increases the voltage required to 
operate the valve, while an insufficient gap may. result 
in “sticking in” of the armature, when the magnet coil 
is de-energized, due to the residual magnetism. In the 
latter case, if the valve spring and the air pressure 
do not overcome the residual magnetism, the switch 
- will remain in the closed position and damage to the 
equipment may result. 

Adjustment of valve travel or the distance the valve 
must move from the closed position to full open posi- 
tion is also important. In extreme cases incorrect valve 
travel may change the operating speed of the switch 
by delaying admission of air to the cylinder or by 
delaying the exhaust from it. 

The maintenance requirements for railway equip- 
- ment vary so widely with different conditions of service 
that it is difficult to formulate rules to cover all cases. 


| contra equipment, if valves used on railway 


For average conditions, equipments in city service 
should be inspected after every 500 to 1,000 miles and 
in interurban service every 1,000 to 2,000 miles. This 
approximates a light inspection weekly. This is made 
preferably with the air pressure on, so that any air 
leaks can be detected and corrected and other signs of 
faulty operation can be noted. 

A heavy inspection should take place every three to 
six months, depending upon the service. At this time 
the magnet valves should be checked to see that they 


Fig. 1— 
Standard Magnet 
Valve 


operate freely. Sluggish action of a switch is some- 
times caused by a gummed valve stem or by insufficient 
valve travel. The upper and lower valve stems should 
be taken out and if gummy they should be washed 
with gasoline or kerosene. A little gasoline should be 
poured through the magnet core to clean the valve 
seats. The valve stems must be returned to their orig- 
inal position as each is ground in to fit its own seat. 
The valve travel can be checked by a gage provided 
for that purpose. The air gap should be checked with 
a condemning gage, which indicates when the upper 
valve stem has worn to such an extent that it should 
be replaced. If a valve requires adjustment or grind- 
ing in, it is advisable to remove the complete magnet 
valve and replace it by a new or overhauled one taken 
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resistor 


Reducing 
valve 


Fig. 2—Magnet Valve Repair Bench with Essential Electrical and Pneumatic Apparatus 


from stock. The defective magnet valve can then be 
overhauled efficiently at the repair bench. 

At the general overhauling period, which should ‘oc- 
cur at intervals of one to three years, the magnet 
valves should be removed to the repair bench, where 
thorough inspection, repair and tests can be made most 
easily. The magnet valve should be taken apart and 
cleaned thoroughly. Worn or damaged parts should be 
replaced. ; 

The success of overhauling depends largely upon ade- 
quate facilities. To obtain the best possible results, 
the equipment provided for maintaining other appa- 
ratus must be supplemented by special tools and de- 
vices for magnet valves. There must be available a 
source of current for the magnet coils at an accurately 
adjusted voltage, a supply of compressed air at the 
correct pressure, a practical device for holding various 
types of magnet valves and a complete set of tools 
and gages. 

A systematic arrangement saves time and effort. A 
convenient assembly of the essential electrical and 
pneumatic apparatus is shown in Fig. 2. This magnet 
valve repair bench was arranged as an example of what 
should be provided in electric railway shops for main- 
taining magnet valves in the most effective and prac- 
tical manner. A brief description will be of interest 
to maintenance men who wish to construct. a similar 
outfit to meet their particular requirements. 

In the outfit illustrated, provision is made for reduc- 
ing the trolley voltage to within the testing range by 
means of a control resistor connected across the line. 
A tap connected as shown in Fig. 3 provides as high 


voltage as will be needed for the various magnet valves. 
This resistor is designed for a 600-volt line with a 
resistance of 1,300 ohms. Such a resistance can be 
improvised in the railway shop or one specially designed 
for this service may be obtained. Testing current for 
battery operated coils may be obtained from storage 
batteries, but this involves additional apparatus re- 
quiring special attention. Use of the line voltage will 
be found more reliable and less expensive in most cases. 

A rheostat is necessary to adjust the testing voltage 
applied to the magnet coils. The face plate rheostat 
mounted at the bottom of the panel allows adjustment 
for magnet coils used on line and battery control sys- 


Line switch 


Fig. 3— 
Diagram of 
Connections 
tems. The small meer. 
resistance steps er ia 
give a close volt- Contro/ Rheostat, 
tesistors<. / 


age regulation 
and make it possi- 
ble to check the 
operating range 
accurately. The 
voltmeter has a 0 
to 150-volt scale 
covering the volt- 
age range for all 
magnet valve 


: p Testi 
Voltmeter! 5 7 ns 


Connections for __ Ley 
‘nagner valve ---"~ 
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coils. After the voltage has been adjusted for the 
magnet valve being tested, the voltmeter should be 
disconnected to protect it from the surges that occur 
when the circuit through the magnet coils is suddenly 
opened and closed during testing. The single-pole, 
single-throw, flush-type push-button switch shown in 
the center of the panel is for this purpose. 

For convenience in operating the magnet valve dur- 
ing testing a push-button switch with spring return is 
mounted on the front crossbar. By means of this 
switch the magnet valve may be made to operate re- 
peatedly to insure consistent results. A pair of flexible 
leads with spring clip terminals attached to the bindiny 
posts at the bottom of the panel afford a ready connec- 
tion to the terminals of the magnet coil. To complete 
the electrical part of the outfit a standard 750-volt, 
double-pole, single-throw, indicating snap switch and a 


_pair of fuses are mounted at the top of the panel. 


This switch disconnects the entire outfit from the line. 

The air pressure applied to the magnet valves during 
testing should be the same as is applied in actual serv- 
ice. The recommended pressure is 70 lb. . Since the 
air pressure in most shops exceeds this at times, a 


‘reducing valve should be connected in the supply line 


and a small air reservoir used to stabilize the air pres- 
sure. It provides sufficient volume to keep the pressure 
nearly constant when the magnet valve 

is being operated. This is necessary 
in order to obtain a standard basis for 


testing. The reducing 
valve and air reservoir 
are standard pieces of 
apparatus used in con- 
nection with most elec- 
tro-pneumatic control 
equipment. An air gage 
mounted on the pane] and 
necessary piping, fittings 
and air cocks complete 
the pneumatic details. 

In order to hold the magnet valve conveniently dur- 


ing overhauling and testing, a mounting bracket, Fig. 4, 


was designed especially for this purpose. It consists of 
a substantial cast-iron bracket which may be bolted to 
the bench and a face plate to which may be fastened 


_ adapters which make connection to the air ports of the 


a ail 


various types of magnet valves. Gaskets of sheet rub- 
ber packing are used between the face plate and the 
adapter and between the adapter and the magnet valve. 
The face plate has a threaded air connection which 
passes through a hole in the main bracket casting and 
is held by a locknut and setscrew. Connection to the 
air reservoir is made through a #-in. cut-off cock and 
flexible air hose. By loosening a setscrew the face plate 
with magnet valve attached may be inverted for grind- 
ing the lower valve. The use of duplicate mounting 
brackets permits overhauling of two magnet valves 
simultaneously. While valve grinding or other mechan- 
ical work is being performed on one, the other may be 


- tested. 
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The framework to support the above equipment was 
built of standard steel channels, angles and bars. The 
construction can be varied to suit local conditions and 
the material available. The base consists of two pieces 
of 3-in., 4-lb. channel steel, each 274 in. long. The four 
vertical posts are made of 4-in. x 2-in. x 2-in. angle 
steel. Two of the posts are riveted to each channel 
14 in. apart and each pair is connected at the top by 
pieces of 4-in. x 14-in. steel strap 14 in. long, with 
corner braces vs in. thick The two sections thus con- 
structed are spaced 24 in. apart and fastened together 
by two horizontal steel braces, one at the top and one 
near the bottom of the rear posts. A #-in. x 43-in. 
steel plate joins the front ends of the base channels and 
forms a support for the testing switch and mounting 
brackets. 

Vertical straps between the rear horizontal braces 
provide a mounting for the control resistor and air 
reservoir. A horizontal strap, with an offset, supports 
the reducing valve in line with the air reservoir. The 
instrument panel, which is bolted to the front posts, is 
made of slate, but ebony asbestos lumber or any other 
non-combustible, insulating material may be used. 

Complete sets of tools and gages, such as those shown 
in Fig. 5, should be provided in every railway shop for 
adjusting and repairing magnet valves. They should 


Fig. 4 (At 
Lett)— 
Mounting 
Bracket 

and Face 
Plate. 

Fig, 5 

(At Right)— 
set of Magnet 
Valve 
Overhauling 
Tools 


F G 
be kept in a box or drawer conveniently near the repair 


bench. Best results will be obtained by using tools 
supplied by the manufacturer of the apparatus. 
Whenever a change is made in a valve or valve seat 
by grinding in or replacing the parts, the valve travel 
and the air gap should be checked and adjusted if 
necessary. The correct valve travel for a standard 
magnet valve is =: in. It is measured by means of the 
gage (A), Fig. 5. To use this gage the regular cap 
should be removed and the gage screwed in its place. 
The thumb screw is then screwed down until the upper 
valve is closed. The thumb screw should then be backed 
off until the lower valve closes, as will be indicated by 
the fact that blowing stops. The pointer should have 
made one complete revolution, representing a travel of 
sy in., the thumb screw having 32 threads to the inch. 
If the travel is more than one turn of the gage screw 
the end of the lower valve stem should be trimmed. 
If the travel is too short the stem of the lower valve 
should be lengthened by peening it or a new valve may 
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be used. Lower valves supplied for renewals have an 
excess length of stem which should be trimmed to suit 
the worn valves. The lower valves should be adjusted 
or replaced when the travel reaches a minimum of 0.024 
in. or three-fourths of a turn of the gage. 

After the valve travel is adjusted the air gap should 
be checked. If it is incorrect the upper valve stem 
should be adjusted to give an air gap within proper 
limits. Standard valve magnets designed for operating 
with line control or with a 20-volt or 32-volt battery 
are supplied with a valve stem long enough to permit 
adjustment of the final air gap between 0.052 in. and 
0.056 in. when the coil is energized. For application 
on lower control voltages special valve magnets are 
supplied with a 
shorter valve 
stem to give a 
final air gap be- 
tween 0.026 in. 
and 0.030 in. 

To adjust the 
air gap for the 
long valve stem 
the gapgage (G), 
Fig. 5, should be 
used, which has 
an accurately 
ground slot in 
each end, 0.052 
in. and 0.088 in. 
deep respec- 
tively. After 
removing the cap and arma- 
ture, the gage, with the 0.052- 
in. slot down, should be placed 
over the end of the upper valve 
stem. The switch should close 
and the upper valve should be 
tight, showing that the final 
air gap is more than 0.052 in. 
If the valve blows the upper 
valve stem is too short and should be lengthened by peen- 
ing the shank or a new stem should be used. Next, the 
0.088-in. slot of the gage should be tried. The lower 
valve should not blow. This shows that with 0.032 in. 
travel the final air gap is not more than 0.004 in. greater 
than 0.052 in. If the air gap is too long the end of the 
upper valve stem should be trimmed flat with a smooth 
file until the lower valve does not blow. A jig similar to 
that shown in Fig. 6 can be made of hardened steel for 
filing the end of the valve stem perfectly flat. 

To adjust the air gap for a short valve stem the 
procedure is the same as for a long valve stem, except 
that a gage with 0.026-in. and 0.062-in. slots is used. 
With the 0.026-in. slot over the valve stem the switch 
should close and the valve should be tight. With the 
0.062-in. slot over the valve stem the lower valve should 
not blow. The final air gap will then be between 0.026 
in. and 0.030 in., the valve travel being 0.032 in. 

A condemning gage (F), Fig. 5, is used to indi- 
cate when the upper valve stem has reached the limit 
of wear for dependable operation. The final air gap 
must not be allowed to wear down to less than 0.032 in. 
for magnet valves using long valve stems or less than 
C.020 in. for those using short valve stems. 

To check the final air gap for the long valve stem 
a condemning gage with a slot 0.032 in. deep is used, 
which will close the upper valve as long as the air gap 


Fig. 7 — Whirligig 
1} Device to Spin 
6 — Jig for ‘1 Valves While 
Grinding In 


Fig. 
Trimming the End 
of the Upper Valve 


Stem 


is more than 0.032 in., provided there are no leaks in 
the valve seat. If the upper valve blows and the switch 
does not close, the upper valve stem is too short and 
it should either be peened out or replaced by a new 
stem. The procedure for magnet valves with short 
valve stems is the same as for long valve stems except 
that a condemning gage with a 0.020-in. slot is used. 

Slight leaks in magnet valve seats can be repaired 
by grinding the valve stems into the seat to make an 
airtight fit. If the valve leaks when the switch is closed 
the upper valve needs grinding. If it leaks when the 
switch is open the lower valve requires attention. If 
the wear has been excessive the valve seat should first 
be reshaped by means of the scraper (B), Fig. 5, which 
reams an accurate seat in the valve bushing. The valve 
seat is tapped with the set (#), Fig. 5. This makes a 
more durable seat by making the surface of the metal 
harder and denser. When scraping or setting the 
lower valve seat it is advisable to have a guide for the 
tools. This is easily made by drilling a hole slightly 
larger than the diameter of the tools in a spare valve 
plug used at the bottom of the magnet valve. The 
magnet core acts as a guide when using the tools on 
the upper valve seat. 

Before grinding in worn or leaky valves, the lower 
valve and the upper valve stem should be trimmed 
sparingly with the scrapers (C and D), Fig. 5. These 
tools should also be used for trimming new valve stems. 

After the valve stems and seats have been trued up. 
they must be ground to an airtight fit. Prepared 
grinding compound may be used or a thin paste of very 
finely ground pumice and machine oil. Soapine or Bon- 
Ami may be used in an emergency. A little of the 
grinding compound should be applied to the valve seat 
and the valve spun back and forth with a screwdriver 
or a whirligig device, as shown in Fig. 7. When grind- 
ing the lower valve the upper valve stem should be in 
place to serve as a guide for the lower stem. After 
the valves have been ground to a good seat the stems 
should be wiped clean and the valve seats should be 
thoroughly cleansed of any grinding material by blow- 
ing out with air and by flushing with a little gasoline. 

When the valve seat becomes worn, so that it is no 
longer serviceable, the valve bushing must be replaced. 
To remove the old bushing the magnet valve is dis- 
mantled by removing the cover, armature, ‘core, coil, 
valve plug, spring and valve stems. The old bushing 
can be driven out through the magnet case with a steel 
drift, taking care not to injure the threads for the 
magnet core. 

The renewal valve bushing with unfinished ports, but 
with a small starting drill hole through its length, 
should be driven into place until the flange seats firmly 
on the casting. Next a horizontal hole should be 
drilled through the valve bushing guided by the hole in 
the casting from which the small brass plug was 
removed. The magnet core is then replaced and, using 
the hole in the core as a guide, a hole is drilled through 
the entire length of the bushing the size of the original 
lower or inlet port. Then the larger hole for the upper 
or exhaust port is drilled only as far as the horizontal 
hole in the bushing, making it the size of the original 
exhaust port. In case of doubt as to the correct size 
of the ports, this information should be obtained from 
the manufacturer. The hole in the side of the casting 
is then sealed with a new plug of oversize brass rod, 
riveting it over and making it airtight. Finally the 
ports are countersunk zs» in. deep at a 45-deg. angle. 
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When reassembling the magnet valve the lower valve 
stem, spring and valve plug should be replaced before 
applying the cap, so that in case the lower stem does 
not properly enter the hole in the upper stem the lower 
stem will not be damaged by being forced. 

Maintenance of inverted valves is similar to that 
for standard valves, but a few of the operations are 
facilitated by the use of special tools. - 

The valve travel for inverted valves is fixed at a 
few thousandths more than z: in. by the manufacturer. 
On account of the large valve seat surfaces the wear 
is very slight and further adjustment is unnecessary in 
normal service. If the lower or inlet valve bushing 
is removed for any purpose care should be taken tv 
maintain the same thickness of gasket between the 
shoulder of the bushing and the magnet case. The 
upper or exhaust valve bushing is driven in from the 
bottom, and to replace it the old bushing must be driven 
out from the top with a steel drift. 

The air gap for inverted valves should be adjusted 
between 0.049 in. and 0.052 in. The valve stem should 
be condemned when it has worn so that the air gap is 
less than 0.032 in., with the coil energized. . 

The valve sets and scrapers for inverted valves are 
similar to those used with standard valves. For set- 
ting and scraping the valve bushings a guide for the 
tools should be used. For working on the exhaust valve 
seat the lower bushing is removed and the guide or 
tool adapter is screwed in its place. The adapter is also 
threaded to hold the inlet bushing when its valve seat 
requires setting or scraping. 


Outdoor Baking Oven Solves 
Shop Problem 


Limited Space in the Albion Shops of the Michigan 
Electric Railway Overcome by Building a Roof 
Over a Standard Type Oven Outside Shop 


OST electric railways realize the advantages of 
1 dipping and baking treatments for armature and 
field coils, but there may be some who have not installed 
the necessary equipment due to lack of available space 
in the armature room. For such railways the method 
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used by R. C. Taylor, superintendent of equipment for 
the Michigan Electric Railway, will be of interest as 
showing how he overcame such a situation in the 
Albion shops of the company. 

A standard type of oven was bought and a roof 
was built over it, partly as a protection for the blower 
motor which provides the proper air circulation and 
partly to provide a substantial housing for the oven. 
The outdoor oven was located at a distance of about 
10 ft. from the armature room. A track connection 
was provided over which a four-wheeled truck trans- 
ports the coils to and from the oven. The dipping 
equipment is installed in the armature room. 

The electric oven, a Westinghouse type M-207, is 
equipped with automatic control and is operated from 
the 600-volt trolley circuit. The inside dimensions are 
8 ft. wide, 7 ft. deep and 6 ft. high. Six large arma- 
tures, such as those used by this interurban road, 
can be accommodated at one time. The baking tem- 
perature is 230 deg. F. Insulation on the oven prevents 
an excessive radiation of heat. 

Before an armature is dipped all dirt is removed 
thoroughly with clean compressed air. The armature 
is then heated at from 95. deg. C. to 105 deg. C., for a 
period of from twelve to 24 hours, depending on the 
size of the armature to be treated. This drives out 
all moisture and warms the armature for dipping. The 
armature is then dipped in an insulating varnish of 
about 0.840 specific gravity, until the varnish level 
reaches the neck of the commutator. Armatures are 
allowed to soak in the varnish until all bubbling ceases. 
After draining at room temperature, the armatures are 
placed on the oven truck in vertical position to avoid 
pocketing of the varnish, and are then rolled into the 
baking oven and baked at from 95 to 105 deg. C., for 
a period of from 48 to 72 hours, depending upon 
the size of the armatures. Field coils are treated in 
practically the same manner. 

With the exception of the dipping tanks, no space is 
taken up in the armature room for this equipment. 
The blower motor is installed on top of the oven and 
is protected by the roof. Automatic control is mounted 
in a cabinet on the side of the oven. This arrange- 
ment has proved quite satisfactory and has solved the 
problem of limited shop facilities. 


At Left, General View of Outdoor Oven. 


Doors Open—Heating Elements Can Be Seen on One Side. 


Automatic Control and Recording Equipment Is Housed on the Side. 


At Right, Oven with 
The Truck Contains Field Coils for Baking 
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Shop Methods that Brought Success 


Many practices that resulted in reduced maintenance and in keeping rolling 
stock in service for longer intervals without repairs featured the briefs 


of Coffin Award contestants. 


A few of them are given here. 


Permanent Lock for 
Turnbuckles* 


RAKE mechanism on the double- 

truck cars of the Nashville Rail- 
way & Light Company is controlled 
by a turnbuckle, which is equipped 
with locknuts. Considerable difficulty 
was experienced from these locknuts 
jarring loose and backing off in serv- 
ice. 

As-an indication of the extent 
of this trouble, in 1920 an average of 
seven cars per day were shopped 
because of brakes slacking off due to 
loosening at the turnbuckles. To 
overcome this difficulty a 3-in. hole 
was drilled in the turnbuckle and a 
bolt was fitted into this hole, so as to 
make it impossible for the turn- 
buckle to back off. The bolt is 
anchored by a small chain to the 
bolster. 

Another use was found for a turn- 
buckle by installing it in the brake 
tie rod. Previously, on account of the 
wear to brakeshoes, it was necessary 
to cut the brake tie rod frequently. 
By installing the turnbuckle in the 
tie rod, it is now possible to take up 


*This article is based on material in- 
cluded in the brief submitted to the Charles 
A. Coffin Prize Committee of the American 
Plectric Railway Association by the com- 
pany named. * 3 ; 


the wear with a turn of the turn- 
buckle as the shoes. wear, and so do 
away with any additional work from 
cutting the brake tie rod. 


Revolving Rack for 
Fittings* 


Pipe Fitting Cabinet with Compartments 
for Storage in Air-Brake Section 


PACE underneath the overhaul- 

ing track in the mechanical de- 
partment of the Houston Electric 
Company, Houston, Tex., is utilized as 
an air equipment repair department. 
For storing supplies convenient 
to the work benches, a revolving 
pipe-fitting cabinet with compart- 


ments has been constructed. This 
is used for the storage of all sizes 
of air fittings used with new and 
second-hand serviceable pipes. 

The housing for the cabinet is con- 
structed of sheet steel and extends 
from a concrete footing to the ceil- 
ing, a distance of approximately 5 ft. 
The bins are constructed of an angle- 
iron framework with sheet steel 
shelves and division plates. The en- 
tire cabinet is circular in form and 
has an opening provided with a door. 
This is-ordinarily kept locked with a 
Yale lock ‘and so provides a con- . 
venient and safe means for storing 
the air fittings. The various bins 
can be rotated readily into a position 
for obtaining the desired fitting. 


Spray Washing for Cars” 


NE of the features of the 

Grand Rapids Railway is clean 
cars. To improve its method of 
washing cars and to decrease the 
time required the company now uses 
a spray system. Compressed air, 
taken from the car which is to be 
washed, is mixed with water at city 
pressure, and a spray is obtained 
which can be regulated so as readily 
to remove all mud and dirt and not 
injure varnish or paint. Under the. 
old method of cleaning cars, which 
was by means of a scrub brush, two 
hours was required on an average to 
wash a car. With the new method 
a car can be cleaned in 30 minutes 
with better results. 


A Spray Method of Cleaning Cars Is Used by the Grand Rapids Railway 


At left, the old method of washing the cars with hand brush. At right, the spray method, 
using water at city pressure mixed with compressed air. 
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Oiled Roadway Substituted 
for Track Pavement™ 


AINING temporary relief from 

a serious financial burden a 
few years ago, the El Paso Electric 
Railway, El Paso, Tex., persuaded 
the city government not to require 
it to pave the tracks in several 
important streets which were then 
being improved. As a substitute, 
the railway was permitted to fill the 
track area with earth to the level of 
the top of the rail and then to apply 
crude oil as a means of compacting 
the dirt fill and keeping the dust 
down. By being careful to keep the 
reserve space filled and smooth and 
by renewing the application of oil 
twice a year the railway has been 
able to keep these streets in good 
condition and so satisfy adjacent 
property owners. 

It is estimated that to rebuild and 
pave the lines on the streets where 
the oil-dirt construction was substi- 
tuted would have called for a capital 
expenditure of $175,000. The ex- 
pense for oiling and cleaning the im- 
proved area is less than 15 cents per 
foot of track per year. 


Compressor Changes 
Reduce Maintenance* 


AILURES of air compressors 

have been decreased considerably 
on the cars of the Denver Tramway, 
Denver, Col., by retirement of. obso- 
lete types and installation of modern 
compressors. So far, 56 compressors 
have been retired and_ replaced. 
Many pull-ins have resulted from the 
failure of air compressor valves. To 
provide equipment for turning valves 
and reaming seats, sets of valve 
reamers and counterboring tools for 
each type of compressor have been 
made from details secured fromthe 
compressor manufacturers. All valve 
seats are reamed and counterbored 
and when compressors are over- 
hauled the valve is turned so as to 
prevent failure. : 

As a result of this turning of 
valves, they ultimately would become 
too small. To determine when they 
have reached their limit, a limit gage 
is now used, so that when a valve 
has worn a predetermined amount it 
is condemned and scrapped. 

One type of air compressor had 
‘the line connection to the brush- 
holder on the lower side of the com- 


*This article is based on material in- 
«cluded in the brief submitted to the Charles 
A. Coffin Prize Committee of the American 
Electric Railway Association by the com- 
pany named. 
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Dick Visits the Armature Room 


and Considers Its Importance 


through the shop, Dick Prescott, 

engineer of equipment of the 
Consolidated Railway & Light Company, 
stopped to visit a short while with tha 
foremen in the various departments. In 
each case he gradually brought the con- 
versation around to the subject of the 
new engineering department and made 
it plain that the object of this new work 
would be to relieve each foreman of 
many details and assist in expediting, 
his work. His frank and unassuming’ 
manner, combined with obvious earnest- 
ness, won the admiration of even those 
who usually were skeptical of anything 
which savored of being a departure from 
previous practices and customs in the 
shop. 

Finally Dick reached the armature 
room, This spot had fascinated him 
from the first day he entered the Con- 
solidated shop. The armatures on wind- 
ing stands and in the neatly arranged 
storage racks had always made a deep 
impression on him as being the very 
hearts of the cars. A failure of one 
meant a failure of the entire car. He 
had never missed an opportunity to 
linger for a moment near an armature 
winder at his work. Watching him tap 
a coil neatly into place in its nest of 
cambric, fishboard and tape, he recog- 
nized the extreme importance of careful 
and expert workmanship. Just as a tiny 
leak in his own heart would soon prove 
fatal to the entire body, so had he 
come to realize the fatal effect to service 
of a tiny leak through the fragile insula- 
tion protecting the current - carrying 
arteries of the armature. A. careless 
twist of a screwdriver or a rap from an 
unprotected hammer might mean not 
only the loss of an armature worth 
several hundreds of dollars, but even 
more serious would be the probable 
interruption of transportation service 


CJ tress the his informal trip 


and the ensuing delay to many workers 
bound either to their desks and benches 
or impatient to reach the comfort of 
home after a day of toil. 

“T wonder,” thought Dick as he again 
yielded to the temptation of lingering 
a moment to watch the sizzling solder 


~ neatly enshroud the commutator leads 


on a nearby stand, “if that fellow ever 
thinks of the number of people who 
would be the losers in time, money and 
convenience if he is careless with a 
drop of that solder.” 

Near by another workman was care- 
fully bending the leads down against the 
commutator preparatory to inserting 
them in the slots. Again Dick was im- 
pressed by the importance of each step 
in the work. A single hard spot in a 
lead, induced by a careless sharp bend, 
would probably result in failure of the 
entire armature after it had been sub- 
jected to the extreme service which it 
was called on to perform. 

Dick passed on with reluctance and 
approached Bert Smith, the foreman, 
who was perched on a_ high stool, 
absorbed in an open catalog before him. 
As Dick approached, Bert looked up 
from his small, shelf-like desk and 
glanced at him questioningly. 

“Good morning,” said Dick pleasantly. 
“I’m just getting around the shop a bit 
and I thought I’d see where the new 
engineering department might be able to 
help you a little.” 

“T don’t need any engineering depart- 
ment,” replied Bert a little ungraciously, 
“but I do need a first class order clerk. 
I’ve been digging through this darn 
catalog most of the morning so as to be 
sure the storeroom orders the right kind 
of material for us. I ought to be over 
there checking the tests on those 
armatures.” 

Dick thought hard for a moment be- 
fore replying. 
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mutator, while the ground wire was 
attached to the upper brush-holder. 
Dirt accumulated at the bottom and 
caused many grounds at the bottom 
brush-holder with resulting trouble. 
By reversing these connections, the 
bottom brush-holder was placed on 
the ground side, and this class of 
trouble was eliminated. 

Many of the compressors used in 
Denver have been in continuous sery- 
ice from ten to seventeen years, and 
as a result. armature shafts have be- 
come so worn that bearing seats 
were unsatisfactory and passed con- 
siderable oil. These shafts have 
now been turned to a somewhat 
smaller standard diameter and bear- 
ings are now reamed with a stand- 
ard reamer designed for this pur- 
pose. This has reduced the time of 
fitting armature bearings from 134 
hours to not more than ten minutes. 
Full bearing surface is secured and 
oil leakage has been eliminated. The 
same method is used for compressor 
crankshaft bearings. 


Direction Indicator for 
Trolley Hook 


UST as is the case on many sys- 

tems where rolling stock has been 
purchased at various times from 
several manufacturers, the cars on 
the Eastern Massachusetts Street 
Railway are not uniformly equipped 
with roof hooks for the trolley poles. 
In some cases these hooks have an 
opening on the right-hand side, and 
in other cases on the left-hand side. 
The position of the hook on top of 
the car is such that a man standing 
on the ground at the rear cannot see 
in which direction it faces. Efforts 
to hook the trolley pole from 
the wrong side have sometimes re- 
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Wear and Tear on Trolley Pole Is Reduced 
by Having a Small Indicator on the 
Dasher to Show the Direction in Which 
the Roof Hook Faces 


sulted in slightly bending the pole 
itself. To overcome this difficulty, 
the company has adopted the prac- 
tice of painting a miniature hook on 
the dasher immediately below the 
middle platform window. This in- 
dicator shows in which direction the 
hook on the roof faces and the train- 
man can tell at once how to hook 
down the pole. 


Weed Killing Solution 
Mixed by Air 

ESTRUCTION of weeds along 

the private right-of-way of the 
Harrisburg Railways, Harrisburg, 
Pa., has been difficult in the past be- 
cause the poison used for this pur- 
pose was injurious to animals. To 
protect live stock it was necessary to 
guard the tracks after the weeds had 
been sprayed. Recently a new non- 
poisonous liquid has been tried with 


Tank Car Used by the Harrisburg Railways for Killing Weeds on Private Right-of-Way 


_ shops. 
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considerable success. A 12 per cent 
solution of non-poisonous Atlas weed 
killer and water is used. This has 
been tested by the State Agricul- 
tural Department and certified as 
harmless to human beings, live stock 
or birds. 

A 4,000-gal. tank car of the type 
shown in the accompanying illustra- 
tion has been built at the railway 
Drums containing the weed 
killer are lifted by a crane and the 
contents dumped into the car. After 
the necessary amount of weed killer 
has been poured in the tank is filled 
to the top with water. Mixing is 
done by compressed air, which enters 
through a 4-in. pipe connected ° di- 
rectly to the compressor of the car. 

After treating the right-of-way 
with this solution it was noticeable 
within 36 hours that the vegetation 
had begun*to die. At the end of 72 
hours the dried up condition was 
very pronounced. Use of this solu- 
tion and the tank car is thought by 
the company officials to have solved 
the problem of keeping the private 
right-of-way free from weeds. 


Oil Push Cart Used on 
Inspection 


NE of the labor-saving devices 
used in the Eliott Square shops 
of the Boston Elevated Railway is a 
push cart designed to carry the oil 
and waste used by the men engaged 


Journal Box Inspectors Use This Handy 
Cart to Carry Oil and Waste 


"in journal box inspection. This shop 


is used by the heavy cars operated in 
the Cambridge subway. Large quan- 
tities of oil and waste are used for 
journal lubrication. The oil cart is 
a simple rectangular framework 
made of iron pipe and equippel with 
four small wheels. Oil and waste 
cans are suspended from a crossbar 
in the center. Use of the cart has 
eliminated the necessity for car in- 
spectors to carry the cans by hand. 
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New Equipment 


Available 


Dry-Cut Metal Saw 


ETAL sawing by a new type of 

dry-cut power machine of 43x43 
capacity has just been announced by 
the Peerless Machine Company, 
Racine, Wis. This machine is run 
at a comparatively low speed, but 
because of the efficiency of the lift 
on the non-cutting stroke and the use 
of feed pressure control, it is possible 
to run the machine at 100 strokes per 
minute when cutting low carbon 
stock. Other features include auto- 
matic stop at the completion of cut, 
and a saw frame which will remain 
in any position it is placed while 
' setting stock, ete. This machine has 


Power Saw to Cut Dry Metals 


a 10-in. blade and requires a 4-hp. 
motor for driving. It is designed 
for a motor speed of 1,750 r.p.m. 
The floor space required is 16 in. x 
30 in. 


Ventilators for Low 
Clearances 


ESIGNED particularly to meet 

low clearance requirements, two 
ventilators have been recently 
brought out by the Nichols-Lintern 
Company, Cleveland, Ohio. The 
Aerating No. 1 type is approximately 
12 in. square and has a height above 
the roof of but 13 in. Foul air 
passes out through numerous small 
outlets in the top of the plate. These 
openings also break up rain and snow 
as it strikes, and the interior ar- 
rangement shunts the moisture back 
to the roof. 


The New Aerating No. 1 Type for Low 
Clearance Requirements 


The Dual Has a Hinged Cover Which Can 
Be Opened to Give Increased Capacity 


For large bodies the company rec- 
ommends the use of the new Dual in 
conjunction with the Aerating No. 1. 
The Dual shown in a second illustra- 
tion is hinged upon one side so that 
the top plate may be tilted for an 
extremely high exhaust by means of 
a thumb screw centered in the grill 
inside the vehicle. Regulation of the 
exhaust is thus provided to any 


‘degree. 


One-Man Crane Car 


By CHARLES H. CLARK 


BHngineer Maintenance of Way Cleveland 
ailway, Cleveland, Ohio 


ESIGNED particularly for elec- 

tric railway service, a new type 
of electric locomotive crane car has 
been developed by the Differential 
Steel Car Company, Findlay, Ohio, 
and is now in use in Cleveland. It 
consists of a specially constructed 
double-truck steel flat car with a 
crane mounted over one truck and 
the motorman’s cab mounted at the 
opposite end of the car. It is a self- 
propelled unit and its movement 
along the track can be governed by 
the craneman from his turret, as 
well as from the motorman’s cab, a 


master controller and brake valve 
with connections being mounted in 
the turret for this operation. This 
makes the crane car a one-man ma- 
chine, and in Cleveland wherever 
possible we insist on this one-man 

operation. ‘ 

Electric railway service usually 
requires that crane cars work under 
the trolley wire. This fact has been 
given particular consideration in the 
design of the new car. The crane 
having a horizontal swinging boom, 
with the hook on a traveling car- 
riage, allows rails, special trackwork 
and other track supplies to be placed 
with no danger of fouling the trol- 
ley wire. An additional feature 
which provides for elevating the 
boom to secure more headroom is 
unique and very useful. The boom 
can be elevated at an angle of 35 
deg., thus allowing the use of a clam- 
shell bucket for digging, loading 
and unloading. With the boom ele- 
vated, pole setting is handled easily 
and economically. This construction 
combines the advantages of both the 
horizontal boom and lift boom types 
of crane cars. 

Four distinct movements are im- 
parted to the hook, each being 
governed and operated by a separate 
controller and motor. These are (1) 
the lift of the hook, (2) the swing 
of the crane, (3) the in and out 
movement along the boom of the 
hook carriage, and (4) the elevat- 
ing and lowering of the boom. Each 
controller provides three speeds both 
forward and reverse, so that gradu- 
ated control is obtained. For the 
accurate placing of material, these 
different speed controls are of great 
advantage. Each crane motor drives 
through a non-reversible worm gear, 
so that no movement is possible 


without the action of the motor, and 
the load is thus maintained in posi- 
tion without the necessity of brakes. 


An Ingenious Boom Extension Allows 


Loading and Unloading of 


Rails from Trail Car 
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The main hook has a capacity of 
5 tons at 26-ft. radius and operates 


with a speed of 15 ft. per minute. | 


The swinging speed is two revolu- 
tions per minute. The hook carriage 
movement is 35 ft. per minute and 
the boom will elevate to an angle 
of 85 deg. in one minute and 30 
seconds. The crane is equipped with 
an auxiliary hook which is single 
reeved. This has a lifting speed of 
30 ft. per minute and a capacity of 
24 tons. This hook is operated at a 
minimum radius of 28 ft., and a 
maximum radius of 43 ft. when 
using the boom extension. This 
boom extension is ingeniously « ar- 
ranged so that it can be fitted to the 
crane and taken off without the em- 
ployment of manual labor. It enables 
material to be handled to and from 
the curb of very wide streets and 
also allows loading and unloading of 
trailing cars. 

The construction of the crane car 
is such that strength and rugged- 
ness are secured without excessive 
weight or the use of unsightly truss 
rods. A particularly good appear- 
ance has been secured, which is im- 
portant in the matter of public rela- 
tions of electric railways. Safety 
devices and automatic cut-offs render 
the crane foolproof and minimize 
the chance for accident. The use of 
oilless bushings makes the crane ex- 
tremely easy to maintain. In Cleve- 
land our rails are carried on a trail- 
ing flat car, but the crane car itself 
can be arranged to carry long rails 
by mounting the motorman’s cab on 
a pedestal so that the rails may pass 
by and under both the cab and the 
crane turret. 

A reversible shear type snow nose 
is fitted to the car. This is raised 
and lowered by means of an air 
cylinder, the nose being of a re- 
versible type and provides for plow- 
ing the snow to either side of the 
track. A small extension for clean- 
ing snow from the devil strip is 


pivoted to the nose 
so that it can be 
raised when not 
needed or when nec- 
essary to allow for 
passing cars. Air- 
hydraulic operated 
wings are also fur- 
nished with the car. 
These wings, when 
extended, clear a 
12-ft. roadway of 
snow exclusive of the 
track area. This 
allows ample space 
for vehicular traffic 
without requiring 
the use of the rail- 
way tracks them- 
selves. The wing is 
of sturdy construc- 
tion so as to with- 
stand the severe 
service. It can also be used for 
spreading dirt at the dump. 

[NoTE: The Cleveland Railway 
Company has bought four of these 
electric locomotive crane cars, and 
the New York Rapid Transit 
has bought two. The Cincinnati 
Traction Company and the United 
Electric Railway Company have each 
bought one.—HED. | 


Flexible Control for 
Oil Jack 


ONSTRUCTION of a new type 

of jack, termed the Pedersen 
“Qiljak,” now being placed on the 
market by the Oil Jack Company, 
Inc., New York, N. Y., is shown in 
an accompanying sectional view. By 
raising the operating handle which 
fits into the socket C, the pump 
plunger H is raised and oil is drawn 
from the reservoir R through the 
channel WN and ball check valve B into 
the chamber G. When the plunger H 
is lowered by pressure on the handle 
the check valve B is seatéd and oil 
from the chamber G passes through 


Construction and Operating Features of Pedersen Oil Jack 


channel M past the ball check valve P 
into chamber A, which lifts the 
plunger ZL supporting the load. 

For lowering the load, a needle 
valve D is provided. By turning this 
slightly an outlet at EH is opened, 
which permits oil from the chamber 
A to flow into the reservoir R. 

The chamber where pressure occurs 
is entirely surrounded by a steel 
jacket. The swivel head is cor- 
rugated and hardened to insure a 
firm grip under load. The ram is 
18 in. diameter solid steel, heat-. 
treated and ground to an accurate 
fit. Adjustable oil-retaining packings 
prevent leakage. The rocker arm 
oscillates on a heat-treated fulcrum 
bolt and has a positive stop. The 
base is 64 in. diameter and the entire 
casting is made amply strong to sup- 
port loads within the rated capacity. 
One, 3, 6 and 10-ton sizes are now 
available. Full strokes of the handle 
are not necessary in order to operate 
the jack. This is of particular benefit 
when operating in cramped quarters 
where short strokes only can be 
made. 


The Side Wing Is Convenient for Spreading Dirt at the Dump 


The Boom Elevating Feature Is Ideal for Setting Poles 
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Association News & Discussions 


<= 


The International Congress at Budapest 


Electrification, Welding of Open Track, Light-Weight Bevel Drive 
Cars, Self-Propelled Cars, and Place of Motor Bus Were 
Among Subjects Treated 


ELEGATES to the third annual 

convention of the International 
Street and Interurban Railway Associa- 
tion, held at Budapest, June 21-25, 1925, 
were welcomed by the Hungarian Min- 
ister of Commerce and by its president, 
Ludwig Spangler,. general manager of 
the Vienna Municipal Tramways. More 
than’ 450 delegates and guests were 
present. ‘ 


BUDAPEST SUBURBAN ELECTRIFICATION 
PERMITS SHORT CUT’ 


The first paper was by Karl Tobias, 
manager of the Budapest Street Rail- 
ways. It dealt with the development 
of Hungarian electric lines from horse- 
ear days and alluded to the.fact that 
Budapest installed the first electrically 
operated subway on the Continent of 
Europe. 

The suburban lines of Budapest were 
built as steam lines in 1887 and 1888. 
Electrification in a modest way was 
begun in 1906 with a 500-volt d.c. over- 
head line to Pesterzsébet, on which the 
Budapest city lines had running rights. 
In the period 1908-1914 additional work 
at 1,000 volts d.c. was carried out, 
except that a portion of the Budapest- 
Szentendre route electrified in 1914 is 
operated at 500 volts as a part of 
the Hungarian State Railways. The 
greater portion is double track. 

One unusual advantage of the Buda- 
pest suburban electrification was the 
shortening of certain routes because 
the electric trains could take steeper 
grades without sacrifice of speed. For 
example, the section of Budapest- 
G6d6ll6 was cut by 4 km. (2.5 miles) 
because the electric trains took a 3.5 
per cent grade instead of the easier but 
more roundabout steam grade of 1.3 
per cent. The system comprises four 
divisions totaling 124.6 km. (77.2 miles) 
of. route and 273.5 km. (169.6 miles) of 
track.. Only 27.6 km. (17.1 miles) of 
route are 500-600 volts; the rest is 
1,000-1,100° volts. The rolling stock 
comprises 114 motor cars, 200 trailers 
and twenty-five locomotives. The 
longest multiple-unit train is made up 
of nine trailers and three motor cars. 
Freight trains take loads up to 300 
metric tons. : 

Mr. Tobias also mentioned the 1,650- 
volt d.c. Tatra Railway built in 1912 
and the Arad-Hegyalja electrification 
at 1,650 volts made in 1913, following 
the use of gas-electric coaches and 
steam locomotives from 1906 onward. 
Other roads discussed used 500 to 650 
volts d.c. The total route length of 
Hungary’s interurban railways to the 


opening of the war in 1914 was 192 km. 
(119 miles). The war settlement de- 
prived Hungary of the territory con- 
taining the Tatra and Arad lines as 
well as two other interurbans. 

During the war and early post-war 
period, the transit system of Budapest 
was demoralized. However, on Jan. 1, 
1923, the city of Budapest acquired the 
two large surface railway systems and 
formed a stock company the purpose 
of which is to take over all transport 
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Scale of Miles 


Suburban Electric Railway System of 
Budapest 
(Solid lines are railway lines) 


means in the name of the municipality. 
It has already secured a majority in- 
terest in the subway and certain other 
lines. The area of Budapest is approxi- 
mately 200 sq.km. (76.9 square miles). 
It is divided along a length of 18 km. 
(12.2 miles) by the Danube River, Pest 
lying on fla+ land and Buda on hills. 
They are joined by six bridges, of which 
three are open to trolley traffic. Most 
of the population is concentrated along 
the river. The total route length of the 
united railways at the end of 1924 was 
186 km. (115.3 miles), corresponding 
to 388 km. (242.5 miles) of track. 
Cars numbered 1,065 motors and 508 
trailers. ; 

L. von Verebély, director of electri- 
fication, Hungarian State Railways, dis- 
cussed the merits and demerits of dif- 
ferent methods of distribution. The 
commutation problems of single-phase 


commutator motors apparently limited 
their usefulness to the 25-cycle fre- 
quency used in America. Three phase, 
as used in Italy, was satisfactory at. 
168 cycles, but at 50 cycles it was sub- 
ject to poor power factor and low effi- 
ciency. Both these systems could not 
be fed from a 50-cycle plant without 
the use of frequency changers and in- 
dividual railway transmission lines. 
This applied also to high-tension d.c. 
systems, such as the French electrifi- 
cations with their delicate problems of 
commutation and protective devices. 
The enormous copper requirements of 
the last-named system were regarded 
as a serious handicap to a European 
railway. 

The speaker then mentioned the split- 
phase system used on the Norfolk & 
Western Railway (single-phase trans- 
mission and three-phase drive), but 
preferred the solution devised by Dr. K. 
von Kand6é, In the Kand6é locomotive 
all the features demanded from a motor- 
generator were obtained with less 
weight, less cost and better regulation 
by means of a synchronous phase con- 
verter. The characteristic feature of 
this system is the combination of a 
transformer and a synchronous motor- 
generator (phase splitter) built like a 
two-pole turbo-generator. 

The stator carries two independent 
windings, namely, a primary single- 
phase winding two-thirds of the way 
around the core and a secondary three- 
phase winding evenly distributed all 
the way around. The primary winding 
is in circuit between the 15,000-volt line 
and ground, being. connected through 
the main oil switches, while the sec- 
ondary is in circuit with the main con- 
troller to give symmetrical three-phase 
current to the motors at 350 to 600 
volts. Integral with the rotor is a 
direct-coupled d.c. exciter of variable 
voltage. The machine revolves at 
3,000 r.p.m. 

The speaker then discussed mathe- 
matically the results of having the 
magnetic field of the rotor cut by the 
single-phase and three-phase windings 
on the stator. The chief advantages in 
practice were the effective use of 50 
or 60-cycle current instead of having 
to deal with a special railway fre- 
quency; the high efficiency of the loco- 
motive within wide variations of load; 
independence of phase displacement of 
line current and motor current, permit- 
ting the use of low-speed gearless three- 
phase motors with consequent simplifi- 
cation and lower cost; no injurious 
effect from a drop in line voltage, 
partly because the line and motor 
potentials are independent of each other 
over a wide range and partly because 
the phase converter has automatic 
regulation to prevent its getting out of 
step. However, should the converter 
get out of step eventually, the trans- 
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mitting station would not be disturbed 
because the short-circuiting current of 
the converter is less than its full-load 
current. 

Regeneration is just as simple and 
automatic as in ordinary three-phase 
operation. The various locomotives 
along the line also work together to 
smooth out peaks the moment the 
power plant indicates overload through 
a slight drop in frequency. Since any 
desired phase displacement can be 
maintained constant through the auto- 
matic regulation of the primary circuit, 
the power factor of the entire network 
from which the railway draws energy 
may be regulated. 

The first Kandé locomotive of this 
type was begun in 1918 but not com- 
pleted until the summer of 1923 be- 
cause of economic conditions in Hun- 
gary. It was built for either freight 
or passenger service. The electrical 
equipment was made by the Ganz Elec- 
tric Company and the body and me- 
chanical part by the Hungarian State 


Machine Works. 
the motors is 2,700 hp. and the loco- 
motive speeds at 50 cycles are 25 km., 
33.38 km., 50 km., 66.6 km. (15.5 to 41 


The hourly rating of 


m.p.h.). The weight of the locomotive 
ready for service is 80 metric tons, 
weight per axle 16 tons, and its trac- 
tive effort at starting is 20 tons. 

The principal dimensions of this loco- 
motive are: Length over buffers, 9.64 m. 
(31.6 ft.); total wheelbase, 6.58 m. 
(21.8 ft.); fixed wheelbase, 4.08 m. 
{13.4 ft.); wheel diameter, 1.07 m. 
(42.15 in.) .* 


EUROPEAN STREET RAILWAY SPEEDS 
AND STOPS 


Kai Norregaard, manager Copen- 
hagen Street Railways, emphasized the 
social as well as economic value of 
high schedule speeds. One of the essen- 
tials toward a safe increase in speed 
was to facilitate the rate of passenger 
interchange, street congestion being 


such .as to hinder much improvement 


in straightaway running. 
The data received by the speaker 
from fifty-nine systems were divided 


*This Kand6 locomotive was on view at 
the Budapest convention, but was not run 
owing to some temporary defect. 
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into properties of less than 25 km. 
(15.7 miles) route length and prop- 
erties of greater size. The latter, num- 
bering 33, showed an average of 13 km. 
per hour (8.06 m.p.h.), the variation 
being from 11.5 to 17.7 km. per hour 
(7.13 to 10.97 m.p.h.), but after mak- 
ing allowance for exceptional cases the 
true maximum schedule speed was 14.8 
km. per hour (9.18 m.p.h.) 

The average spacing between stops 
was 330 m. (1,083 ft.). Usually the 
cities with the longest distance between 
stops also showed the highest schedules, 
but Rotterdam, Leipzig and The Hague 
with schedule speeds of 13.4 km. (8.3 
m.p.h.), 13.4 km. (4.38 m.p-h.) and 13.7 
km. (8.49 m.p.h.) respectively, were 
exceptions to the rule. Rotterdam’s 
spacing was 270 m. (886 ft.), Leipzig’s 
298 m. (978 ft.) and The Hague’s 
297 m. (975 ft.). The good schedules 
of Rotterdam and The Hague were 
accounted for by the fact that trailers 
are used with only half the motor cars, 
but no reason was presented for Leipzig, 


Von Kand6 Electric Locomotive 


which operated almost as many trailer- 
miles as motor-miles. 

Among recommendations for higher 
schedule speed were: Greater spacing 
between stops; more safety isles to cut 
down car standing time; and automatic 
car signals on trains. 


INTERURBAN RAILWAY SPEEDS 


Michael Menczer, chief technical 
counsellor, Budapest Suburban Rail- 
ways, presented a graphical discussion 
of the relation of schedule speeds to 
train make-up, stop spacing, rates of 
acceleration and retardation, etc., on 
interurban railways. Data were pre- 
sented on 57 interurban or light rail- 
ways, of which 37 were electrically 
operated. Of the electric lines, twelve 
had line potentials exceeding 700 volts, 
but only six had multiple-unit control. 
The usual stop or station spacing on 
the electric lines averaged 2,000 m. 
(1.24 miles), whereas the steam lines 
showed as high as 3,000 m. (1.86 miles). 


The average schedule speed of electric. 


lines was 19.2 km. per hour (11.9 m.p.h.) 
with a range of 13.1 to 22 km. (8.12 
to 13.6 m.p.h.). Maximum running 
speed on electric lines was 50 km. per 
hour (31 m.p.h.). The steam schedule 


- structure. 
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speeds are somewhat higher owing to 
the greater distance between stations. 
Grades on the electric. lines were as 
high as 10 per cent. 

Mr. Menczer advocated better spring 
suspension, more particularly the use 
of trucks with semi-elliptic springs, and 
also suggested the return to solid steel 
wheels in place of the tire type now 
common. 


DIVISION OF TRAFFIC IN HOLLAND 


W. J. Burgersdijk, manager Noord- 
Zuid Tramways, Haarlem, presented a 
review of the transport situation in 
Holland. Holland averages 11.6 km. 
(7.2 miles) of trunk line and 9 km, 
(5.48 miles) of interurban line per 100 
sq.km. (38.4 square miles) contrasted 
(for interurban lines) with 14 km. (8.7 
miles) ini Belgium and 2.4 km. (1.5 
miles) in Germany. On the other hand, 
Holland had 15 km. (9.3 miles) of water- 
ways per 100 sq.km. against 6.4 km. (4 
miles) in Belgium and 2.6 km. (1.6 
miles) in Germany. The canals offer 
strong competition to the rails for 
freight, while omnibuses and automo- 
biles do the like for passenger busi- 
ness. 

The 3,800 km. (2,356 miles) of trunk 
lines, which average 11.6 km. (7.2 
miles) per 100 sq.km., are under one 
management, but the suburban-inter- 
urban railways have their 2,900 km. 
(1,798 miles) divided among 52 com- 
panies. The following table shows the 
division of traffic for the population of 
7,000,000 averaging 214 inhabitants per 
sq.km. : 


DISTRIBUTION OF FREIGHT AND 
PASSENGER BUSINESS 

‘ Per Cent 
Freight on trunk and light railways.... 20 
Freight on canals and other waterways 78 
Freight'on motor triicks),...\. .«sistamniene 2 
Passengers on trunk and light railways 85 
Passengers in private automobiles...... 10 
Passengers in motor buses.........+..- reese 


An interesting fact in Mr. Burger- 
sdijk’s list of lines is that four out of 
six electric railways under his man- 
agement are standard gage lines oper- 
ated at 1,000 volts dc. the oldest 
(Leyden-Bad Katwijk-Nordwijk) hav- 
ing been in service since 1911. 

Following his review of Holland in 
general, the speaker presented a detail 
description of the systems under his 
management, totaling 114.5 km. (71 
miles). With regard to city track, he 
said that the well-drained sandy soil of 
Leyden, Haarlem and The Hague made 
special ballast unnecessary. , In as- 
phalted streets use is made of the con- 
struction shown in an accompanying 
cross-section. This shows that the rails 
are supported on hardwood stringers, 
which in turn are bolted to old rails 
used both as a rail support and for 
reinforcement of the concrete sub- 
This construction is declared 
to be watertight. 

The company’s Amsterdam-Haarlem 
Bad-Zandvoort line was built by Amer- 
ican engineers in the period 1899-1904. 
The joints had been staggered, so that 
as they were hammered down they im- 
parted a bad lurching movement to the 
ears. At certain speeds, the syn- 
chronism of the waves set up in the 
joints and the car springs was severe 
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enough to threaten derailment. Hence 
the joints were laid in opposite relation 
when the track was renewed in 1924. 

Both electric and thermit welding 
have been applied in recent years. His 
experience was not yet extensive 
enough for final judgment, but thermit 
appears preferable. 

Catenary construction is standard 
except for parts of certain downtown 
routes. Tubular and lattice poles were 
used exclusively at first, but the latest 
construction, as on the Leyden-Hague 
route, opened in 1924, called for rein- 
forced concrete poles because of the 
corrosion suffered by steel poles in 
areas so close to the sea. For the same 
reason the trolley-carrying brackets 
were heavily sherardized. 

The load on the passenger cars of 
this company’s Amsterdam-Haarlem- 
Zandvoort line (opened 1904) was so 
fluctuating that two-motor cars did not 
prove flexible enough for desirable 
changes in train length, for the mini- 
mum unit always was one motor car 
and one trailer. Therefore, when the 
similar Scheveningen - Hague - Leyden 
route was built in 1919 the company 
determined upon the use of four-motor 
multiple-unit cars capable of hauling 
up to three trailers. The older line is 
27.8 km. (17.2 miles) long and operates 
at 550 volts on meter gage (39.4 in.); 
the later line is 23.8 km. (14.4 miles) 
long and operates at 1,000 volts on 
standard gage. 

Another unusual feature is that the 
auxiliary electrical and braking equip- 
ment is mounted above the floor line of 
the motor car for the sake of securing 
on this semi-rapid-transit line a lower 
floor level than would be possible if all 
of the equipment were carried beneath 
the floor. The loss of seat space is not 
serious because it applies only to the 
motor cars, which constitute approxi- 
mately one-third of the average train. 

The latest cars of this same Holland 
company were described by F. Zamor, 
engineer, Budapest. They are all-steel, 
unit-weld side-girder construction with 
bodies 13 to 15 m. (42 ft. 8 in. to 49 ft. 
3 in. long) with side-door construction 
similar to some American interurban 
ears. A side elevation appears on this 
page. 5 

Resuming his paper, Mr. Burgersdijk 
discussed various other features of car 
equipment. He described a new type 
of semi-elliptic spring that his company 
installed in September, 1924, with satis- 
factory results, both in better suspen- 
sion and easier running. This spring, 
invented by Mr. Herweijer, a Dutch 
engineer, is a simple modification in 
design for securing the same_ spring 


Hit 
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Center Entrance and Exit Steel Interurban Car, Helland 


effect under both light and heavy loads 
and also for securing the rapid auto- 
matic damping of the periodical vibra- 
tions in the springs. The variation 
from the ordinary suspension, as shown 
in an accompanying illustration of the 
old style (A) and the new style (B), is 
the substitution of a massive steel plate 
for a part of the laminations. Only the 
remaining laminations come into play 
under light loads. As the effective 
spring length is shorter under heavy 
loads, vibration is automatically damp- 
ened because the swinging or vibratory 
cycle is determined by the length of 
spring. 

-The desire to have the most suitable 
equipment for rapid make-up of trains 


Upper, Ordinary Type of Semi-Elliptic. 
Lower, Modified Type, Holland Line 


‘led to the choice of the Tomlinson 
coupler of the Ohio Brass Company. In 
practice these couplers have given very 
good results. 

The standard interurban motor car 
comprises four 140-hp. self-ventilated 
motors, helical gearing, 110-volt con- 
trol current, electric-driven camshaft 
control, air brakes, 1,200-volt heaters 
(6 kw. per car) and 110-volt lighting. 
A motor car weighs 32 metric tons and 
seats 36 passengers when the folding 
seats are in use, or 27 passengers when 
only the fixed seats are in service. A 
trailer weighs 21 metric tons and seats 
49 or 36 passengers, according to use 
or non-use of folding seats. 

The suburban cars built in 1923 re- 
semble the side-door design of the inter- 
urbans. Their body length is 12.8 m. 


The Hague Type of Track Construction (Dimensions in Meters) 


(42 ft.). They are operated on 1,200 
volts d.c. The equipment includes four 
56-hp. self-ventilated motors, two always 
in series with helical gearing, 6 kw. in 
heaters and air brakes. The motor 
car weighs 26.5 metric tons and seats 
35 or 24 passengers, depending upon the 
use or non-use of folding seats. A 
trailer weighs 17.3 metric tons and 
seats 37 or 34 passengers, 

It is of interest to add that all cars 
have officially a certain number of 
standing places. The combinations, in- 
cluding single-truck city cars, are as 
follows: 

Interurban motor car: 36 seats and 
18 stands or 27 seats and 36 stands. 

Interurban trailer: 49 seats and 18 
stands or 36 seats and 42 stands. 

Suburban motor car: 35 seats and 28 
stands or 24 seats and 50 stands. 

Suburban trailer: 37 seats and 32 
stands or ’34 seats and 38 stands. 

City trailers: Center-door type with 
10 m. (32 ft. 10 in.) body, weight 9 
metric tons, 32 seats and 22 stands or 
24 seats and 34 stands. 

The favored seating arrangement in 
all types is to use cross-seats, a double 
seat on one side and a single seat on 
the other. 

In his closing remarks, the author 
said that the competition of the motor 
bus suggested that the interurbans 
should penetrate their city terminals 
more deeply than now; that the in- 
creasing automotive traffic on highways 
and the need for greater interurban 
speed called for double-track right-of- 
way; and that the replacement of the 
city trolley by omnibuses was not prac- 
ticable in general because of the peak 
load conditions and the necessity for 
using that vehicle which carried the 
largest number of passengers with the 
least use of street space. 


THERMIT RAIL WELDING OF OPEN TRACK 


June 23, the second day of the con- 
vention, opened with a paper on rail 
welding by Max Schwab, manager 
Rheinischen Bahn-Gesellschaft, Diissel- 
dorf. Following a general history of 
the subject Mr. Schwab entered into a 
detailed description of thermit welding 
as applied to exposed track. He con- 
sidered the process practicable for 
lengths to 60 m. (197 ft.), but for 
greater lengths some special type of 
expansion joint would be necessary to 
overcome the expansion and creeping 
effect in the open air. Conditions were 
more favorable on bridges and in 
tunnels. 

The first efforts in this line date back 
to 1902 on the Budapest lines of the 
Hungarian State Railways, but the re- 
sults were inconclusive. In 1906 the 
Mecklenburg State Railways permitted 
at Schwerin the thermit welding of two 
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100-m. (328-ft.) sections connected with 
expansion joints. These sections were 
so anchored that expansion would have 
to occur from the center in both direc- 
tions equally. A change in track use 
converted these tracks from through to 
switching after two years, so that 
traffic on them had not been heavy. 
However, it is of interest to note that 
in October, 1923, the successor opera- 
tor reported that the rails and welds 
were intact. The wooden ties and the 
base plates installed in 1906 were still 
in place. 

A more extensive test was made on 
the Seetal Railway, Switzerland, where 
one section 120 m. (394,.ft.) and three 
of 300 m. (984 ft.) were welded in 1911. 
The longer sections were fitted with ex- 
pansion joints to show a play of 16 cm. 
(6.4 in.). A conerete anchorage about 
10 in. thick was installed at the center 
of the three longer sections between 
two ties in place of the usual ballast. 
The shorter section was not anchored 
at all and was connected to the abutting 
rails with ordinary mechanical joints. 
The welded rails were embedded up to 
the head only on the side adjacent to 
the highway. The rails were secured 
to steel ties by means of hook plates. 
They had to bear a traffic comprising 
50-ton motor cars operated at a speed 
of about 40 km. per hour (24.8 m.p.h.). 
Recent inspection of this installation 
shows no deterioration. The maximum 
movement of the expansion joints has 
been found to be 9 cm. (3.6 in.), or less 
than half of the play provided. 

The speaker observed that the actual 
temperature effects in the expansion 
and contraction of rails were never 
found to be uniform. This is due to 
the difference in rail creeping or distor- 
tion and the varying take-up of internal 
stresses caused by temperature changes. 
He then figured what the effect of tem- 
perature changes would be on the as- 
sumption of a 60 deg. Cent. (108 
deg. F.) variation. In practice,.a varia- 
tion of only 15 deg. need be figured 
because half of the stresses are taken 
up in the structure, and the gap changes 
at the joints are found to be only one- 
half of the theoretical dimensions. Still, 
the problem of keeping the rails from 
wandering by means of clamps or other 
methods remains difficult. 

Mr. Schwab asserted that by packing 
ashes for a thickness of say 20 cm. 
(8 in.) on each side of the rail, the 
welding of long stretches of open track 
becomes practicable. Difficulty in get- 
ting at the rail joints is not a factor, 
because once such joints are welded 
they no longer require periodical in- 
spection and adjustment. 

One of the most interesting tests was 
made by the Breslau management in 
May, 1928, when eight joints on the 
Steinau railway bridge between Glogau 
and Breslau were welded. Measure- 
ments of the hammer blow of trains 
before and after showed that the con- 
tinuous rail reduced the stressses on 
the bridge by 10 per cent. 

The welding of rails is especially de- 
sirable for tunnels because mechanical 
joints are subject to more rapid corro- 
sion than in the open and because the 
temperature range is hardly likely to 
exceed 15 deg. Cent. 

The first tunnel welding was carried 


out in September, 1924, by the Frank- 
fort-on-Main management for 1,200 m. 
(3,936 ft.) on the southern track of 
the Schliichtern tunnel between Frank- 
fort and Bebra. The new rail was in- 
serted in lengths of 18 m. (59 ft.) and 
welded during the usual daily four- 
hour service pause. 

At Nurnberg the State Railways have 
welded a stretch of 1.3 km. (0.81 mile) 
in lengths of 60 to 90 m. (197 ft. to 
295 ft.) to study the value of such rail 
under heavy switching movements. 

The speaker also praised the good 
results obtained with thermit welding 
of special work. He concluded with a 
description of some open welding 
started in 1924 on his own system be- 
tween Osterath and Fischeln with a 
rail approximating 70 lb. per yard laid 
on steel ties. The rail was laid at a 
temperature of 25 deg. Cent. The direct 
effect of the sun’s rays was moderated 
by piling ballast against the rail up to 
the head. The rails came in sections 
15 m. (49.2 ft.) long and were welded 
as follows: Four lengths to 60 m. (196.8 
ft.), five to 75 m. (246 ft.) and six to 
90 m. (285.2 ft.). Each welded length 
was joined to the abutting rails with a 
mechanical rail joint allowing 20 mm. 
(0.8 in.) play. No anchorages or 
clamps were used. 

The following months brought a cool 
summer and mild winter with a vari- 
ation of only 31 deg. Cent. Measure- 
ments showed that the ends of the 
60-m. sections had a maximum gap of 
13 mm. (0.52 in.) instead of the the- 
oretical 21 mm. (0.84 in.), the 75-m. 
sections had 14 mm. (0.56 in.) instead 
of 26 mm. (1.04 in.), and the 90-m. 
sections had 13 mm. (0.52 in.) instead 
of 31 mm. (1.24 in.). The peculiarity 
that the longest sections showed rela- 
tively least change was accounted for 
by differences in the screw-spiking of 
the rails to the ties. These result in 
variations of resistance to friction and 
cause possibly half the stresses to be 
taken up by the tie and rail) structure. 

The author believed that these rails 
would be capable of withstanding tem- 
peratures down to 20 deg. below zero 
Centigrade without rupture, but he had 
no experience yet to estimate what 
would occur under high temperatures. 
It was apparent, however, that results 
would tend to be satisfactory if the 
rails were cloaked with a 10:1 mixture 
of ash and cement to a thickness of 15 
to 20 ecm. (6 to 8 in.) on both sides. 
A three-year test with the ash avail- 
able to this company had shown no 
corrosive effect on the rails. 

Mr. Schwab was confident that his 
next step would be to make successful 
welds of the original rail lengths. It 
was his conclusion that if rail in open 
construction was properly cloaked as 
recommended, the thermit process 
would successfully withstand distortion 
and breaks for lengths of half a mile 
or more without the use of intermedi- 
ate mechanical joints for expansion 
take-up, ete. At any rate, the case had 
been proved for lengths up to 120: m. 
(394 ft.). 


PROGRESS IN CITY AND COUNTRY BUSES 


Mr. Quarg, general manager Allge- 
meine Berliner Omnibus-Gese!lschaft, 
presented a statement on the develop- 


ment of city motor buses from pre-war 
days to the present. 

Mr. Geiser, manager of the Schaf-: 
fausen Street Railway, discussed . the 
subject of cross-country motor buses in 
the place of the author, Mr. Hohl, chief 
engineer automotive department of the 
Post Office of the Swiss Federation. As 
can be guessed, one of the principal 
factors in a mountainous country must 
be good brakes. The Post Office stand- 
ard calls for two independent braking 
systems on the bus, one being the air 
brake. 

To maintain a lower center. of grav- 
ity, baggage is carried in a compart- 
ment instead of on the roof. Four- 


cylinder engines with four speeds are. 
A test of caterpillar drive. 


standard. 
was being made for operation in winter 
at altitudes exceeding 1,000 m. (3,940 
£59): 
as a forward step in development. 
Pneumatic tires are found to save 18.4 
per cent in fuel and justified their cost- 
ing 80 to 100 per cent more than solid 
tires. The average over-all operating 
cost per bus-kilometer was 121.6 rappen, 
which is the equivalent of 40 cents per 
mile. 


THE RELATION OF Motor BUSES TO 
- STREET RAILWAYS 


Wilhelm Stein, general manager 
Hamburger Hochbahn - (E!evated-Sub- 
way), reported on the relation between 
the motor bus and the city railway. 
He noted that Paris had the beginnings 
of. horse buses as early as 1662 and a 
regular service from 1823. London fol- 
lowed in- 1829, Hamburg in 1839 and 
Berlin in 1846. On the other hand, 
the first German horse railway—Berlin- 
Charlottenburg—came as late as 1865. 


The rapid spread of the horse railway . 


in preference to the horse bus, despite 
higher installation expense, was a rec- 
ognition of the effect of the rail in 
securing easier, faster and more effi- 
cient operation. 

Since the appearance of the automo- 
bile about 1900 the omnibus has re- 


turned as a power vehicle and is seeking © 
Its handicap ~ 


to recover its old field. 
at present lies in higher operating 
costs. So far as German costs went, 
the situation is as follows: 

Propulsion: The medium-sized motor 
bus uses 0.8 kg. fuel per vehicle- 
kilometer, corresponding to a cost of 
12 pfennigs. The average trolley car 
uses 0.6 kw.-hr. per car-kilometer at 
a cost of 6.3 pfennigs. 

Wheel or tire: A six-tire motor bus 
with a life of 25,000 km. per solid tire 
averages a cost of about 3.6 pfennigs 
per vehicle-mile, with pneumatics on 
20,000-km. life, 20 pfennigs. The tram 
wheel averaged 0.25 pfennigs per car- 
mile. 

Personnel: Aside from one-man oper- 
ation, the motor bus averaged 334 per 
eent more platform personnel compared 
with the common make-up in Germany 
of one motor car and one trailer and 
50 per cent more in comparison with 
one motor and two trailers. 

Upkeep: Maintenance and renewal 
charges are several times greater for 
buses. 

Capacity: On the basis of area of 
street occupied, bus capacity is less. 

The motor bus often enjoys an ad- 
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vantage in spite of these drawbacks 
because it is still less subject to paving 
charges and other taxes. 

The really permanent advantage of 
the motor bus lies in its lower invest- 
ment cost, and this is most effective 
where traffic is thinnest. Mr. Stein’s 
calculations showed that for the condi- 
tions taken, buses are cheaper than cars 
for half-hourly service, but that cars 
tend to be cheaper than buses from 
headways of fifteen minutes down, as- 
suming the same amount of service and 
the same rates of fare. 

The qualities that have made the 
motor bus a notable competitor of the 
trolley were flexibility, de luxe whether 
real or imaginary, curb loading and ex- 
press possibilities. It did not follow 
that the motor bus would supplant the 
street railway where the latter’s capac- 
ity had been reached. 

It was proper to ask: “Who would 
gain through the replacement of the 
street railway by motor buses?” Surely 
not the public, which would lose a 
cheaper and often more comfortable 
mode of transit. Pedestrians would not 
gain any benefit if the streets are filled 
with buses instead of trolleys. Finally, 
the other vehicle users would gain noth- 
ing, at least on any street where a 
vehicle may pass between rail and curb 
through the replacement of fixed-to-a- 
rail cars by run-at-will buses. The 
buses not only cause more collisions 
but also contend with the other vehicles 
for curb space. 

The proper scope of the motor bus, 
therefore, does not lie in supplanting 
street railways with high density of 
traffic which ought to go underground 
(as in Boston) or be relieved from con- 
gestion due to parking, etc., but rather 
in. work like the following: 

1. Streets too narrow for trackways 
or otherwise not desired for track 
operation. 

2. Situations with not enough traffic 
to. justify rails. 

3. De luxe express service at higher 
fares, including chartered service. 

4. By-pass or supplementary routes 
for peak-hour relief of street railways. 

5. For night service when it pays to 
shut down the electric railway plant. 

It is agreed that the proper organ- 
ization to carry on such bus transpor- 
tation are the electric railways them- 
selves. Otherwise a condition would 
arise where competitors would pick out 
choice routes only and leave the -un- 
profitable areas to the older transport 

concerns. 

Mr. Stein’s paper included data on 
25 systems operating buses. The larg- 
est bus listed was that jof Breslau, 
namely, 10.15 m. (33.3 ft.) long and 
2.44 m. (8 ft.) wide with a capacity of 
35 fixed and eleven folding seats. Prac- 
tically all buses listed show that stand- 
ing is accepted as a matter of course. 
Nine out of 23 operators treat the buses 
as part of the street railway fare sys- 
tem. Twelve out of 22 have some form 

-of commutation fare. Only five out of 
fifteen reported that they pay taxes 
toward road maintenance. 


RECTIFIER SUBSTATIONS IN USE 


Wilhelm von Chatel, Budapest, re- 
ported on substation practices. Re- 


COMING MEETINGS 


OF 


Electric Railway and 


Allied Associations 

Nov. 30—Mid-West Electric Rail- 
way Association, Wichita, Kan. 

Nov. 30-Dec. 4—American Society 
of Mechanical Engineers, Annual 
Meeting. 

Jan. 27—New York Electric Rail- 


way Association, Hotel Commodore, 
New York, N. Y. 


Jan. 28-29—Certral Electric Rail- 
way Association, Indianapolis, Ind. 


ports from 50 operators showed a total 
of 218 motor-generator sets, 33 cascade 


“converters, 97 rotary converters and 70 


mercury arc rectifiers, if rectifiers under 
construction were counted. The tend- 
ency of the last five years was revealed 
by these figures of installations: One 
motor-generator, fifteen cascade con- 
verters, 34 rotary converters and 63 
mercury arc rectifiers. Of the last- 
named, 40 were reported for the first 
three months of 1925. 

The only complaint against rectifier 
operation came from one operator who 
believed the rectifiers had disturbed 
telephone circuits. The use of choke 
coils on the d.c. side of the rectifiers 
had not cured the trouble, so that it 
was necessary for this operator to make 
part use of motor-generators to keep 
the disturbances within bounds. Rotary 
converters are best for large systems 
where load fluctuations are least, while 
rectifiers are best for systems of 
greater fluctuations and higher volt- 
ages. Both are preferable to motor- 
generator sets, which have only an effi- 
ciency of 80 per cent or so, whereas 
rotary converters and rectifiers did 
about 10 per cent better. 

Only three members of the associa- 
tion reported automatic substations in 
use, but five others said they would 
install such stations when they built 
extensions. 


“TRACK STANDARDIZATION PROGRESSING 


June 24, the third day of the conven- 
tion, opened with the report on track 
by Paul Goetz, Leipzig Street Railways. 
This paper was a continuation of the 
standard questionnaire on the subject. 
One of the signs of progress was the 
growing popularity of the standard 


girder rail sections of the German - 


Street Railway Association. About one- 
fourth of the German members reported 
that they are ordering standard sec- 
tions exclusively. 

Track welding is growing in popu- 
larity. The thermit weld in particular 
has been growing in use for repairs as 
well as new work. In Germany 8.9 per 
cent of the joints reported by members 
are electrically welded and 24.81 per 
cent are thermit welded; in Austria 
there are no electric welds and thermit 
comprises 15 per cent of the total; in 
Czecho-Slovakia, the electric welds are 
55 per cent of all joints, whereas ther- 
mit is only in contemplation; Jugo- 


» changed over. 


Slavia has 2 per cent thermit and no 
electric; Odense, Denmark, uses both, 
while Copenhagen has used thermit ex- 
clusively since 1912; Sweden shows 4 
per cent electric and 14.1 per cent ther- 
mit; Switzerland shows 5.5 per cent 
electric and 32.8 per cent thermit; Hol- 
land shows 0.82 per cent electric and 
13.1 per cent thermit; Hungary shows 
3.4 per cent thermit. Fiume, Italy, has 
32.5 per cent thermit, while Moscow, 
with 10.2 per cent thermit, is planning 
to try electric welding. 

Little new was reported otherwise, 
except that a satisfactory electrically 
operated rail bender had appeared in 
the market made by Robel & Company, 
Munich. 

Dr. Cornelius Miklési, general man- 
ager Temesvar Tramways, Hungary, 
next presented a study of seam-welded 
rail from the mathematical and labo- 
ratory standpoints in conjunction with 
Prof. Constantin Teodorescu. He urged 
a wide study of the problem and noted 
that the American Electric Railway 
Association had appointed a committee 
on the subject. 


SELF-PROPELLED CARS IN HUNGARY AND 
SWEDEN—SUCCESS OF DIESEL TYPE 


Endre von Sarmezey, building coun- 
cillor, Budapest, presented an account 
of the development of self-propelled 
rail cars. The steam locomotive, he 
said, still made effective use of only 
3 to 4 per cent of the heating value of 
its fuel, but the ordinary internal com- 
bustion engine achieved 20 to 22 per 
cent efficiency and the Diesel engine 30 
to 32 per cent. Analysis of the operat- 
ing costs of the three systems showed 
steam, gasoline and Diesel to rank in 
this order: 62:33:16. 

K. A. Pallin, operating manager 
Nordmark-Klaralvens Jarnvagar, Hag- 
fors, outlined Swedish experience with 
self-propelled gas-electric cars. The 
satisfactory pioneering of ‘the Arad- 
Csnad Railways, Hungary, induced the 
Nordmark-Klarailvens Railways to in- 
augurate such cars beginning February, 
1912. The first car, which was supplied 
by the French Westinghouse Company, 
gave trouble from weak motors, but 
the second and third installed in July 
and August, 1913, by the British West- 
inghouse Company proved so satisfac- 
tory that by the end of the year 1924 
the electric ‘motors had made 1,166,414 
car-km. (723,177 car-miles) and 1,028,- 
114 km. (637,431 miles) respectively 
with little more upkeep than replace- 
ment of bearings. 

The gasoline engine in these cars did 
not prove well suited for railway work 
and caused frequent interruptions in 
service. The Klardlvens main lines 
were electrified in 1921. In 1924 one 
of the three gas-electric cars was 
altered for standard electric operation, 
but the two others were being used on 
the Karlstad Ostra-Skoghall non-elec- 
trified division. It is expected that 
when this 10-km. (6.2-mile) section is 
electrified these two cars will also be 
This will probably mark 
the disappearance of gasoline-electric 
cars in Sweden owing to the high cost 
of fuel, despite improvements in effi- 
ciency and reliability. b 

On the other hand the Diesel-electric 
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type, the Swedish development of which 
began in 1912, permits the use of suffi- 
ciently cheap fuel. The satisfaction 
with this type is indicated by the fact 
that the Diesel-Elektriska-Vagn-Aktie- 
bolaget received orders during the first 
half of 1925 for ten cars from six 
railways. These include one car of 
60-hp., five of 90-hp., one of 150-hp. 
and three of 200-hp. One-man opera- 
tion is standard, except for cars of 
250 hp. and 300 hp. 

Mr. Pallin’s questionnaire showed 
that of fifteen Swedish operators, eight 
are using seventeen Diesel-electric cars 
up to 53 seats capacity, exclusive of 
baggage compartment, maximum speeds 
of 60 km. per hour (387.2 m.p.h.) and 
annual runs up to 82,530 car-km. (51,169 
car-miles). 


MODERN STANDARDIZED CARS A NECES- 
SITY— ADVANCE OF BEVEL-DRIVE TYPE 


Wilhelm Pforr, general manager Ber- 
lin Street Railways (Berliner Strassen- 
bahn Betriebs-Gesellschaft), discussed 
desirable features of modern car design. 
Progress would always call for varia- 
tions, but it ought to be possible to pro- 
duce standardized cars in quantity. 
Such cars would probably be largely of 
steel and have a possible life of 50 
years. | 

Reduction in weight per passenger 
was a prime consideration in view of 
the fact that old motor cars weighed 
twice as much per passenger as modern 
motor buses, thereby making the trac- 
tion cost per passenger almost alike. 
In the new Berlin trailers, the weight 
per passenger is only 103 kg. (226.6 
Ib.)* against 125 kg. (275 lb.)* for the 
bus. The use of light-weight metals 
would make for still better tramcar 
results, while the extra first cost would 
have to be offset by the saving in 
energy. 

It was true that motor cars required 
a certain amount of weight for traction, 
but in the motor car of the future the 
double truck would be replaced by 
truckless cars using light-weight mo- 
tors and direct-action power brakes 
weighing half the usual combination of 
levers and shoes. The motors should be 
within 800 r.p.m. and of such dimen- 
sions that a 35-kw. motor could be used 
with a wheel of 720 mm. (28.8 in.) diam- 
eter. This change would lower the body 
level by 120 mm. (4.8 in.).. Unsprung 
weight would be reduced from 1,150 
kg. (2,530 lb.) to 780 kg. (1,716 lb.). 
A Berlin motor car of this type weighed 
166 kg. (365 lb.) per passenger. 

Mr. Pforr noted that cars with body- 
mounted motor and longitudinal shaft, 
universal joint and bevel gear were also 
receiving attention. The Berlin com- 
pany had had such a ear in test for 
45,000 car-km. (27,900 car-miles) dur- 
ing the preceding nine months. As the 
result of its good performance, the 
company had begun to build ten more. 
He noted that Paris now had in service 
500 cars of this type which averaged 
235 kg. (517 lb.) per seated passenger 
and 950 kg. (2,090 lb.) unsprung weight 
per axle. ‘ 

Paul Miller, general manager West- 
phalia Street Railway (Westfalische 


*These weights obviously are based on 
the number of seated plus permitted stand- 
ing passengers.—EDITOoOR. 


Strassenbahn - Gesellschaft), followed 
with a similar discussion, including lan- 
tern slides of the Paris bevel-gear drive 


_cars and the Albrecht-Krupp design. It 


appeared that the design of electric 
ears for city service had stood still 
until galvanized into life by the suc- 
cesses in motor-bus development. 

At its final session, the convention 
voted 6,000 frances (Swiss, equal to 
$1,158) for further studies in girder- 
rail standardization. The president, 


Ludwig Spangler, general manager 
Vienna Municipal Tramways, was re- 
elected. Copenhagen was selected as 
the next convention city, the meeting to 
be held next year. 

The names of the two vice-presidents 
and eleven members of the executive 
committee of the association, who were 
elected at the Budapest meeting, were 
published on page 288 of the issue of 
the ELECTRIC RAILWAY JOURNAL for 
Aug. 22, 1925. 


Postponed Claim Meeting Held in St. Louis 


ID-WESTERN claim agents met 

in their fifth annual convention at 
the Hotel Jefferson, St. Louis, on Oct. 
30 and 31. The program presented was 
that originally prepared in anticipation 
of a meeting planned for July 17 and 18. 
The gathering was one of the most 
successful ever held by the organiza- 
tion, and although the attendance was 
not of record proportions much impor- 
tant work was accomplished. 

A paper on “Perjury for Pay” was 
presented by Dr. H. J. Scherck, East 
St. Louis & Suburban Railway. Dis- 
cussing this subject, he said ““The ambu- 
lance-chasing lawyer and the quack 
doctor have exactly the same standing 
in their respective professions.” He 
added that both pests deserved organ- 
ized opposition since they constitute a 
menace to the standing of the better 
men of their professions. 

The legal system of admitting so- 
called expert testimony was also crit- 
icised by Dr. Scherck, who has served 
four years in the St. Louis City Hospi- 
tal in charge of emergency | surgical 
cases. He said that the lack of stand- 
ardized requirements for so-called ex- 
perts who testify revealed the neces- 
sity for a commission to determine the 
physical condition of persons pressing 
injury damage claims. 

“Other difficulties besides alleged ex- 
pert testimony are the means employed 
by some physicians to boost the case of 
the claimant because their fees are 
predicated on the recovery of monetary 
returns by their so-called patients,” Dr. 
Scherck declared. “Their testimony 
cannot be refuted by offering standard 
authorities as is permitted in matters 
of pure law. Ignorance on the part of 
the average jury also aids the claim- 
ant’s case. The most important ele- 
ments in the perversion of justice are 
the operations of various indemnity 
companies. Being compelled to fight 
fire with fire they are gradually stim- 
ulating the persecution of unjust claims 
for damages.” 

In the discussion following Dr. 
Scherck’s paper several claim agents 
declared that many highly reputed sur- 
geons readily take the witness stand 
and testify for the side paying them the 
fattest fee. The consensus of opinion 
was that personal injury damage suit 
judgments are entirely too high, but 
‘there was no general plan offered for 
checking this evil. 

C. B. Hardin, general claim agent 
United Railways of St. Louis, said that 
the general ‘plan of his company is to 
delay the trial of its cases as long as 
possible, contending that the company 


has more chance for a fair trial after 
six months from the date of an injury 
than before that time. He also pointed 
out that the principal stock in trade of 
the ambulance chasing lawyer is the 
promise held out to clients of quick and. 
big returns. If he can’t make good on 
that and the case is delayed for months 
the injured party recovers from his. 
hurts and is more likely to make a fair 
settlement with the company than if the 


“case is rushed to trial. 


However, the discussions brought out 
that delay is often dangerous as wit- 
nesses disappear and in some instances. 
the company finds itself without a de- 
fense when finally forced to trial. Mr- 
Hardin admitted that the system had 
its drawbacks, but said that the expe- 
rience of years had been that it worked 
out better than speedy trials. Annually 
some 1,000 to 1,200 new cases are filed 
against the United Railways Company, 
he said, and about 175 of these go to 
trial. 

Practical means of preventing acci- 
dents was the subject of a paper by 
R. S. Mahan, general superintendent, 
Kansas City, Clay County & St. Joseph 
Railway. He voiced objection to a num- 
ber of methods which have been more 
or less widely used, such as the bonus, 
rivalry, and merit systems. He thought 
that care in the selection of trainmen is 
the best way of preventing accidents. 

W. E. Robinson, claim agent Cincin- 
nati Traction Company, told of the de- 
sirability of having undivided respon- 
sibility in claims work. It is clearly 
within the province of the claim depart- 
ment he said, to determine whether or 
not a litigated claim shall be tried. 
D. M. Finch, claim agent Des Moines 
City Railway, told of the good effects 
of the bonus plan inaugurated in 1924. 

Other railway speakers included Dr. 
T. V. Boyd, East St. Louis & Suburban 
Railway; D. L. Fennell, superintendent 
Kansas City Railways, and C. B. 
Proctor, claim agent Memphis Street 
Railway. 

At the concluding session on Satur- 
day, Oct. 31, C. B. Hardin, general claim 
agent for the United Rajlways of St. 
Louis, Mo., was elected president. Other 
officers elected were: Vice-presidents, 
S. G. Shaw, claim agent Denver Tram- 
way, and D. M. Finch, claim agent Des 
Moines City Railway. Members of the 
executive committee: O. S..Borgquist, 
clerk claim department, Kansas City 
Railway; C. R. Bennett, general counsel 
Des Moines City Railway, and R. S. 
Mahan, general superintendent Kansas 
City, Clay County & St. Joseph 
Railway. 


November 21, 1925 


ELECTRIC RAILWAY JOURNAL 


Automotive Problems Discussed 
by Engineers 


TANDARDIZATION, gasoline-elec- 

tric and six-wheel buses and freight 
handling by motor truck were subjects 
discussed at three technical sessions of 
the annual transportation meeting of 
the Society of Automotive Engineers, 
held Nov. 13-14 at Philadelphia. The 
meeting was marked by a good at- 
tendance of electric and steam railway 
men. As a final feature a trip was 
made through the central overhaul 
shops of the Philadelphia Rural Transit 
Company. 

Once a particular bus design is 
thoroughly developed, operators should 
be very careful about insisting upon 
minor changes that increase costs and 
delay deliveries without any compensat- 
ing advantages, according to E. W. 
Templin, chief engineer the Six Wheel 
Company. Mr. Templin cited as an ex- 
ample a paper showing how in one 
case a minor change in frame con- 
struction increased the cost some $15,- 
000, or $300 per unit when spread over 
a lot of 50 buses. 

Reasonable standardization of design 
would bring the cost per bus down 
$1,000 or $1,500, G. C. Hecker, special 
engineer American Electric Railway 
Association, said. He spoke ofa sug- 
gested co-operative movement by which 
the manufacturers with the support of 
operating companies would each stand- 
ardize on two or three designs. Abso- 
lutely any deviation from these would 
be subject to extra charge. Before any 
changes in construction were made six 
months would be allowed for discus- 
sion and a further six months for put- 
ting them into effect. 

Standardization of legislation was 
also taken up in a paper entitled “Some 
Pressing Problems of Motor Vehicle 
Administration by States,’ by Com- 
missioner Robbins B. Stoeckel, head of 
the Connecticut Motor Vehicle Depart- 
ment. He commented on bus regula- 
tion, intrastate as well as interstate. 
The former, he believed, is under ade- 
quate control. In general its regula- 
tion by the different states has proved 
efficient and inexpensive. Mr. Stoeckel 
held that the bus should be given more 
consideration in relation to the traffic 
on the highways it follows. Eventually 
he said there must be more carefully 
supervised: exercise of the police power- 
of the state, so the buses will run in 
less congested traffic. Federal legisla- 
tion is not required to control inter- 
state motor carriers, Commissioner 
Stoeckel said, unless in the future the 
numbers and character of the vehicles 
themselves must be limited. State laws 
can be used to do the work, he believed. 
Routes can be designated for the inter- 
state vehicles, provided there is no un- 
usual discriminatory regulation. 

A different point of view was pre- 
sented by H. F. Fritch, president Bos- 
ton & Maine Transportation Company, 
in his paper “The Motor Bus and the 
Railroad.” He urged, as of vital im- 
portance, that Congress pass a suit- 
able law limiting interstate motor op- 
erations to those which designated 
regulatory bodies shall find are re- 
quired for public convenience and 
necessity. According to Mr. Hecker, a 


bill giving the Interstate Commerce 
Commission the task of acting as an 
arbitrator in case the state commis- 
sions fail to agree is now being pre- 
pared by the National Automobile 
Chamber of Commerce and by the elec- 
tric and steam railroad interests. R. E. 
Plimpton, associate editor Bus Trans- 
portation, called attention to the prac- 
tical difficulty of separating interstate 
and intrastate transportation, when the 
two use the same highways. No mat- 
ter what laws were passed, one com- 
pany was likely to control both of them, 
as a service to the public as well as a 
means to operating economy. 

Mr. Fritch’s paper described the 
various motor vehicle developments in 
co-ordination with the Boston & Maine 
Railroad. Local service in Portsmouth, 
N. H., has benefited by the substitu- 
tion of the bus for the trolleys, he said. 
The charge to the public is the same 
for a service in every way superior. 
New routes have been made possible in 
sections not heretofore reached. <A 
substantial chartered bus business has 
been built up. Expenses for the first 
five months indicate, according to Mr. 
Fritch, that the motor bus can be op- 
erated in such a manner as to earn its 
full cost of service. 

' The program of the operating session 
consisted of two papers. Use of six- 
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wheel buses was outlined by W-. F. 
Evans, president Detroit Motor Bus 
Company. In Mr. Evans’ absence the 
paper was presented by W. P. Parker, 
the company’s consulting engineer. 
Lower costs, particularly maintenance 
and liability, were given as the im- 
portant advantages of the six-wheel 
construction. In taking it up, the paper 
said, the company was particularly in- 
terested in load suspension and better 
distribution of load per wheel, rather 
than other details of chassis design, 

Experience in Philadelphia with 
gasoline-electric buses formed the sub- 
ject of a second paper, by R. H. Hor- 
ton, president Philadelphia Rural 
Transit Company. On the basis of 
about six months use, the electric drive 
has more than made good, he declared. 
An abstract of this paper will be pub- 
lished in a future issue. 

This paper started lengthy discus- 
sion. A. E. Hutt said he was disap- 
pointed that facts in the form of cost 
figures had not been presented. Charles 
Froesch, International Motor Company, 
described tests on a Mack gasoline- 
electric design. H. D. Church, chief 
engineer the White Company, predicted 
that the gasoline-electric would lead to 
improvements in the mechanical drive. 
The result, he indicated, would be 
quicker shifting of gears, less noise, 
and less work for the driver. 

At the freight-handling session the 
use of motor trucks by or for steam 
railroads was considered. 


Engineers Study Industrial Safety 


NE of the startling facts brought 

out at the New York Safety Con- 
ference, held on Nov. 18 at the Engi- 
neering Societies Building, was that 
the United States lost 860 persons per 
million by accidental death, as against 
496 for France, 452 for Great Britain, 
446 for Japan and 332 for Denmark. 
At the morning session, at which 
Kingsley L. Martin presided in the ab- 
sence of Dr. Durand, C. B. Auel, past- 
president of the National Safety Coun- 
cil, pointed out that our large numbers 
of accidents, added to the cost of liv- 
ing, added to taxation and seriously 
threatened our position as a nation. 

A. lL. Dickerman, vice-president 
American Car & Foundry Company, 
traced the compensation idea back to 
the guilds and stated that the feeling 


had always existed that the “hirer must . 


protect the hired.” He showed that the 
German activity in behalf of workers 
was based on the desire to secure bet- 
ter men for the army and that Bis- 
marck in 1885 advocated that more at- 
tention be paid to this phase of indus- 
try. It is to the credit of manufac- 
turers in this country that the safety 
movement had been established by in- 
dustry itself. He urged that it be con- 
stantly kept in mind and that the basis 
be the saving of life rather than money. 

L. P. Alford, editor Management and 
Administration, attributed many acci- 
dents to improper teaching of men, lax 
supervision and particularly to the fact 
that too many high executives have not 
been aroused to their interest and re- 
sponsibility in safety work. There was 


also a paper on organization and its 
work in accident prevention by J. G. 
Waller, vice-president New York Cen- 
tral Lines. 

At the afternoon session C. BE. Skin- 
ner, director of standardization West- 
inghouse Electric & Manufacturing 
Company, spoke on engineering .stand- 
ards and the safety movement, in which 
he stated that civilization demands new 
machines which involve new hazards 
that are usually not anticipated. The 
desire to operate machines at maximum 
speeds necessitates the use of guards 
and other safety devices. A standard- 
ization of the safety methods used is 
especially necessary as the hazards in- 
crease. Safety codes give maximum 
safety with opportunities for commer- 
cial growth, he said. 

E. A. Holbrook, dean of the School 
of Mines, Pennsylvania State College, 
presented a paper on safety education 
in schools and colleges, and showed 
how few colleges gave it serious atten- 
tion, only six featuring safety courses. 
Safety teaching, in his opinion, should 
be a part of every course, and not a 
course by itself. The teaching of 
safety should begin in the public school 
and in the home. This view was also 
taken by J. D. Keller, who spoke of the 
good work being done by the Univer- 
sity of Cincinnati and the University 
of Illinois. A. W. Whitney, associate 
manager National Bureau of Casuaity 
and Surety Underwriters, told of the 
work of his organization in further- 
ing instructions in safety work in the 
public schools. 
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The News of the Industry 


P. R. T. Files Fare Brief 
with Commission 


The Philadelphia Rapid Transit Com- 
pany, Philadelphia, Pa., filed a brief on 
Nov. 16 with the Public Service Com- 
mission in Harrisburg supporting its 
position in the so-called 73-cent fare 
case. A supplemental brief was pre- 
pared for the company by William A. 
Magee, Mayor of Pittsburgh, who for- 
merly was a member of the Public 
Service Commission. The protestants 
have ten days in which to file briefs in 
rebuttal. The commission has set Nov. 
30 as the date for a hearing on the final 
argument. 

The brief reviews the testimony sub- 
mitted to the commission in the six 
months over which the hearings were 
held in the City Hall. It declares that 
the rate is right and a necessity. The 
company states that the full present 
value of its property is in excess of 
$300,000,000, in accordance with its 
proof in the valuation case. In con- 
clusion, the brief states that the present 
case pursues a course of litigation 
which commenced in June, 1920, and 
has continued for more than five years. 
After three years of the most careful 
investigation, the valuation decision was 
handed down, holding that the 64-cent 
fares were inadequate to meet the com- 
pany’s constitutional rights. Further, 
that the litigation can be terminated 
now and a sound position for the com- 
pany assured by the final approval of 
the present fares, under which the 
rider pays less than the average price 
for the best service. 

Mr. Magee, in his brief submitted as 
an attorney for the P. R. T., states that 
Philadelphia is supplying an excep- 
tional service at not more than the 
average cost. 


Boston Model for St. Louis 


Appointment of a Transit Commis- 
sion to expedite the construction and 
operation of subways and other rapid 
transportation facilities for St. Louis, 
Mo., is recommended by the Aldermanic 
rapid transit committee. The plan 
includes an ordinance by the Board 
of Aldermen authorizing the Mayor to 
appoint to such commission three busi- 
ness men, who would serve without pay, 
and the chairman of the committee and 
the president of the Board of Public 
Service as ex-officio members. An ap- 
propriation of $50,000 would be made 
to defray the cost of a survey by the 
commission. The committee expresses 
the belief that St. Louis street car 
facilities and fares compare more than 
favorably with other cities of its size, 
and that with the elimination of bus 
competition by a co-ordinated system 
and with the addition of a moderate 
rapid transit system St. Louis will have 


the best local transportation of any city 
in the country for many years to come. 

Of the cities visited it was decided 
the system of Boston was the best for 
St. Louis to follow in most respects. 

Touching on the construction of the 
rapid transit system the report reads: 
“No suggestion was heard anywhere of 
the expenditure of company funds for 
rapid transit facilities; it seems defi- 


nitely taken for granted that only pub- 
lic funds will be used for this purpose.” 

Further, the committee everywhere 
found the belief that buses had an 
important bearing on local transporta- 
tion as feeders and auxiliaries of the 
electric car system, but that as com- 
petitors they could seriously hamper 
the electric car service without being 
able to handle all the traffic themselves. 


Further Complications in Des Moines 


Court Rules Contract Binding with Union Employees—One-Man Cars 
Barred—Closed Shop Continued—-Company to Appeal— 


Bus Company 


HE Des Moines City Railway, Des 

Moines, Ia., lost its fight to break 
its 25-year contract with members of the 
trainmen’s union, and thus to permit 
the use of one-man cars, when Judge 
J. E. Meyer handed down the ruling 
upholding the validity of the carmen’s 
agreement. As a result a general 
chaotic condition is existent in Des 
Moines, with rumors broadcast that a 
reorganization of the company. is to be 
effected. In the meanwhile, John C. 
Loveridge, president of the Capital City 
Motor Coach Company, which proposed 
to establish a bus system in the city, 
denies that his concern is waiting to 
take advantage of any strategic move. 
He said blueprints of the proposed 
routes and copies of the contract would 
be ready for the consideration of 
Councilmen before formal petition for 
the franchise is filed. 

The decision, if it stands, means that 
the city of Des Moines will not have 
one-man cars at least until March 1, 
1940, when the contract expires, unless 
the street car company ignores the 
court ruling. It also means that the 
closed shop will continue, and further, 
that the company will be required to 
submit to the provision of the contract 
which was entered into with the repre- 
sentatives of the union on Sept 1, 1915. 
F. C. Chambers, president of the Des 
Moines City Railway, declared the com- 
pany would appeal the case to the Iowa 
Supreme Court at once. 

In part, Judge Meyer’s 
follows: 

The right to regulate the running of 
street railways’ is a governmental function 
vested in the local authorities, and in 
numerous cities Supreme Courts have sus- 
tained ordinances requiring an operator 
and conductor on each street car as a valid 
and proper exercise of the police power of 
such cities. If this is not an unreasonable 
regulation of a street railway when con- 
tained in an ordinance, a similar provision 
when contained in an agreement cannot 
be said to be contrary to public policy 
and therefore void, in the absence of -any 
statute to the contrary. 

The agreement entered into between the 
plaintiff company and Division 441 of the 
Amalgamated Association on Sept. 1, 1915, 
and the supplemental agreements and 
amendments thereto of March 1, 1916; 
Dec. 14, 1918; May 17, 1919; Feb. 21, 1920, 


decision 


Making Plans 


and March 1, 1921, having been entered into 
willingly and in good faith, contains noth- 
ing wrong in itself or unlawful, is not 
against public policy. 


The controversy had its inception 
early this year in a suggestion by the 
trainmen of the Des Moines City Rail- 
way that the wages be increased at the 
expiration of the present agreement. 
The company answered by contending 
that there could be no reduction in fares. 
as long as operating expenses continued 
at a present level, and that the use of 
one-man cars, and the co-ordination of 
buses with the railway might remedy 
the condition. The use of the one-man 
cars meant an abrogation of a contract 
made in 1915. The men fought this 
change. 

The one-man car, however, was not 
the only bone of contention. The men 
went out on a strike on July 4 of this 
year after repeated demands had been 
made that the company dispense with 
the services of J. E. Cooper, street car 
motorman. The company refused to 
“fire” Cooper. The union demanded it, 
saying that Cooper had been discharged 
from the union because he had not lived 
up to the by-laws. After several de- 
mands were refused, the car men 
walked out. Negotiations between the 
company and the men failed to result in 
an agreement until July 10, when the 
men again went back to work after it 
had been stipulated that a hearing 
would be held in district court to deter- 
mine the validity of the car company- 
union contract. The railway company 
agreed to pay the check-off money, 
which was the second issue of the 
strike. During the car strike, the City 
Council allowed buses to run and an- 
nounced that unless the company and 
the union reached an agreement a 
contract for buses would be entered into 
with some other company by the city. 

Late in July the company filed with 
the District Court of Polk County an 
amendment to its petition handed in 
a short time before that, in which it 
asked the court to interpret the validity 
of the working contract between the 
company and its organized trainmen. 
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In the amended petition the company 
said the agreement was against public 
policy, because it was essentially a 
closed shop arrangement and deprived 
the company of creating, organizing 
and maintaining an organization of em- 
ployees; because the contract prohibited 
the operation of one-man cars, and be- 
cause the contract bound the company 
to employ union labor, which was con- 
trary to public policy, particularly as 
the company was the only industry of 
its kind operating in Des Moines. Coin- 
cident with the filing of the amended 
petition announcement was made that 
the practice of selling tickets ten for 
85 cents would be withdrawn on account 
of the condition of the stabilizing fund. 

While the court decision was awaited, 
trouble broke out anew when Mr. Cham- 
bers refused to accede to the union’s 
demand that the company discharge 
S. W. Jeffery, a Valley Junction motor- 
man, who was said to have been dropped 
by the union because he favored an open 
employment agreement. Mr. Chambers 
accused the union of taking a “public 
be damned” attitude in regard to the 
one-man car and the company’s at- 
tempts to reduce fares. Since the re- 
cent court decision the union has again 
demanded the dismissal of Mr. Jeffery, 
but this Mr. Chambers still refuses to do. 

The first one-man car manned by 
both motorman and conductor was 
placed in service on July 17. On Oct. 
10 the second car appeared and a third 
one early in the present month. 


Safety Contest at Youngstown 


The Pennsylvania-Ohio Electric 
Company, Youngstown, Ohio, is now 
running a safety contest in which the 
entire car service bodies of each of 
three main divisions are competing. 
This contest will close Dee. 31. 

In this connection it will be recalled 
that some time ago there was a safety 
contest in which teams of this company 
and others participated. This con- 
test ran from Oct. 15 to Dec. 15, 
1924. The teams entered were of eight 
men each, representing the Youngs- 
town Municipal Railway, the Milwau- 
kee lines of the North Shore, the 
Waukegan lines of the North Shore 
and the Oshkosh lines of the Wisconsin 
Power & Light Company. The contest 
was won by Youngstown, whose team 
operated a total of 38,477 miles with 
five accidents reported, none of which 
was chargeable to the operators. The 
other scores were: Milwaukee, 32,840 
miles, six accidents, none chargeable; 
Oshkosh, 39,157 miles, four accidents, 
two chargeable; Waukegan, 36,641 
miles, four accidents, two chargeable. 
This contest was umpired by a repre- 
sentative of the Bureau of Safety at 
Chicago. 


Traffic Program Includes 
Rerouting 


Left-hand turns will be eliminated 
and street cars will conform to one- 
way traffic regulations at several of 
the more conspicuous downtown corners 
in Portland, Ore. This was decided at 
a recent conference between S. S._ Pier, 
Commissioner of Finance, and F. I. 
Fuller, vice-president of the Portland 
Electric Power Company. Rerouting of 
he street cars will be necessary. 


Important Exhibit Made 


De Luxe Coaches of Grand Rapids Rail- 
way Shown Before Convention 
of City Managers 


Once again the three new de luxe 
type of railway coaches which were ex- 
hibited by the Grand Rapids Railway 
in Atlantic City are in the limelight. 
They were demonstrated to the dele- 
gates at the convention of the Interna- 
tional Association of City Managers 
held in Grand Rapids Nov. 17 to 19. 
In recognition of the importance of this 
event the city authorities turned over a 
section of the street near the Pantlind 
Hotel as: space for the exhibition. 

The cars have been in service since 
their return from the Atlantic City con- 
vention and according to Louis J. De 
Lamarter, general manager, they may 
be taken as indicative of the general 
program of expansion and improvement 
of service which is ahead for the city. 
These cars, as well as the many addi- 


. tional new ones which are to be ordered 


in the spring or before, will be desig- 
nated by names rather than by num- 
bers in order to stimulate the interest 
of the riding public. The older cars 
that remain in the service will be re- 
painted to comply with the new plan, 
different color combinations being pro- 
posed for some of the company’s lines, 
while standard colors will be maintained 
for extra cars. 

_ After the three de luxe coaches had 
been thoroughly tried out on the vari- 
ous lines the residents of the city were 
asked to vote on the new features they 
embodied. The results of this vote will 
be seen in the further additions to the 
rolling stock of the company which are 
to be ordered in the near future. 

Some idea of the program which the 
company is following in enlisting the 
support and co-operation of Grand 
Rapids residents may be gained from 
this statement made by Mr. De 
Lamarter: 


We expect to obtain the services of sev- 
eral experts, electrical and engineering, 
within the next three or four years to rein- 
force our organization and give Grand 
Rapids the best street car service avail- 
able. During the coming year we hope to 
make additional large expenditures for the 
benefit of the property, to keep pace with 
the rapid growth of the city and that we 
may keep our pre-franchise promises to 
the residents or Grand Rapids. 


This statement appeared in the Grand 
Rapids Press. In the same issue there 
was printed an editorial which reflects 
the appreciation of the efforts of the 
railway by the community. It is here 
quoted in full: 


Grand Rapids’ progressive and somewhat 
self-sacrificing street railway is about to 
purchase the first lot of new cars_based 
on tests with its handsome “Ohio,” ‘“‘Minne- 
sota” and “St. Louis.’ A million-dollar 
expansion and improvement program, made 
possible only by passing dividends, will 
culminate with this addition of fine rolling 
stock accompanied by a repainting of the 
old cars in lively and pleasing colors. By 
spring it is expected the purchase orders 
will be complete. 

If anything the company has been too 
modest in its statement of the acclaim with 
which its experiment in improved street 
cars was received by the American Elec- 
tric Railway Association in Atlantic City. 
Among many electric railway men, accus- 
tomed to save on every item of paint and 
repairs during the recent lean years, the 
Grand Rapids company’s idea that trac- 
tion firms might successfully employ show- 
manship and sell their services to the public 
via comfort, snappy uniforms and attrac- 
tive, silent cars came as a revelation. 


It is pleasing to note that Mr. De 
Lamarter and the others behind this plan 
are able to record in the August and Septem- 
ber balance sheets a gratifying upward turn 
in the figures for riding patronage, justify- 
ing the policy of competing with the auto- 
mobile by featuring and making the street 
car a thoroughly respectable and reliable 
business and pleasure conveyance for all 
classes, 


Suspension in Columbia Deferred 


Except for the withdrawal of the 
letter of the Columbia Railway, Gas & 
Electric Company to the City Council 
of Columbia, S. C., which notified that 
body that car service in the city would 
be suspended Dec. 1, few developments 
have occurred in the transit situation. 
Some time ago the railway notified the 
Council that service would be suspended 
Dec. 1 provided some other means of 
transportation for citizens was avail- 
able, and since that letter was received 
and made public several meetings and 
conferences with regard to the trans- 
portation problem have been held. In 
consequence of these conferences, the 
letter has been withdrawn. 

At the last meeting, held with mem- 
bers of the State Railroad Commission, 
City Council and representatives of the 
street railway attending, the Council in- 
formed the street railway what it would 
do in an effort to reduce the losses 
which the company contends it is suf- 
fering monthly through the operation 
of the street cars. Council said, in 
effect, that it would endeavor to pass an 
ordinance which would restrict the oper- 
ation of jitneys; that it would endeavor 
to relieve the railway of its paving 
assessments; that it would favor a zon- 
ing regulation, with a 5-cent car fare 
in each zone; and that it would see what 
could be done about the assessment of 
the street railway so that its taxes 
might be reduced. 

Should these economies ‘be effected, 
the Council wants some definite state- 
ment from the railway as to what 
improvements in schedules, service, road- 
beds and rolling stock nray be expected. 
The Mayor of the city informed the 
trolley officials that if no improvement 
in service were to follow as a result 
of the efforts of the City Council 
to reduce the losses of the railway, he 
was in favor of a bus system and the 
street railway quitting. Railway offi- 
cials pledged themselves to put back 
into the property any economies in 
operation that resulted under the new 

lan. 
5 The City Council and the State Rail- 
road Commission are to map out a pro- 
gram of proposed relief measures. This 


program is to be submitted to the rail- 


way officials and they in turn are to let 
the Council know their plan. 

The jitney fare is 10 cents, while the 
street car fare is 7 cents, with 3 cents 
for transfers. 


Beggs Estate Placed at 
$40,000,000 


Estimates made of the amount of the 
estate left by the late John I. Beggs, 
for many years president of the Mil- 
waukee Electric Railway & Light Com- 
pany, place the sum _ at about 
$40,000,000. The will has been filed in 
Wisconsin, which state will collect an 
inheritance tax of between $3,000,000 
and $5,000,000. 
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Service Wins Battle 


Decision in Automotive Controversy _ 
Awarded to Railroad Through 
Backing of Community 


So thoroughly in accord with the best 
interests of the company were the 
communities which the Petaluma & 
Santa Rosa Railroad of California 
serves that cordial support was given 
to the railroad in its recent hearing 
before the State Railroad Commission. 
The case in dispute, which was finally 
decided in favor of the railroad after 
several months of consideration, dealt 
with the request of a trucking concern 
to be permitted to carry express pack- 
ages in competition with the railroad. 
The application was opposed by the 
electric road and concurring in the op- 
position there was a long line of or- 
ganizations and individuals comprising 
practically every interest in the com- 
munity—the Farm Bureau, the Cham- 
ber of Commerce, the Grange, co-oper- 
ative organizations, individual shippers 
and individual farmers and growers. 

The situation proved to be one of the 
hardest fought automotive applications 
in the experience of the railroad and 
all credit for the victory is ascribed by 
E. H. Magegard, the president and gen- 
eral manager, to the high quality of 
service which has been rendered 
to the community by the company in 
past years. The following interview, 
printed in the Community’s Business, 
the publication of the Sebastopol 
Chamber of Commerce, explains this 
viewpoint of the company’s officials: 

The decision of the commission, I noted, 
was in favor of the railroad, and in offering 
it the commission laid emphasis upon the 
fact that it was influenced by the attitude 
of the community. which appeared to be 
unanimously with the railroad. 

“Why is it,” I said to myself, “that 
while people usually delight in taking a 
slap at a railroad at every opportunity, the 
minute anything comes up here affecting 
the interests of the Petaluma & Santa 
Rosa Railroad it is a signal for the whole 
countryside to rise to its support.” 

Al Garcia came in just then and I put 
the question to him, ‘Al,” I said, “I don’t 
believe there is another railroad on earth 
that stands so strong with the people it 
serves as the P..& S. R. Why is it?” 
_“The answer to that,’ he replied, “is 
simply that there is probably no other 
railroad on earth that gives the same kind 
of service. Ask Ed Merritt or George Ross 
or Jim Durbin, or any of these packers, 
and they will tell you that when it comes 
to service the P. & S. R. don’t stand on 
ceremony. If you have one lone car of 
fruit that the emergency requires be moved 
immediately, they will send you a _pas- 
senger trolley out after it at midnight, and 
shoot it down to Petaluma at a saving of 
24 hours time without extra charge and 
solely for your accommodation. If you'll 
show me a railroad that has that spirit in 


its operation, I’ll show you one that gets 
the backing of the people.” 


Safety Ordinance Repeal 
Results in Fatalities 


St. Louis is paying a big toll in 
deaths and injuries because a city ordi- 
nance which went into effect May 1, 
1924, permits autoists to pass street 
cars taking on and discharging passen- 
gers. Until May the city had an ordi- 
nance which was strictly enforced pro- 
hibiting such liberty to autoists, but 
this bill was repealed to conform to a 
state law which permits automobiles to 
pass cars when there is a clearance of 
8 ft. and the driver exercises care. Offi- 
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cials of the United Railways of St. 
Louis had warned the city officers that 
carefulness was a word open to many 
constructions and that autoists were 
not clear as to what was meant by 
8-ft. clearance. 

Three persons have been killed and 
200 others injured, some maimed for 
life, as a result of the passing of the 
old safety ordinance since Jan. 1 of this 
year. E. K. Eastham, safety director 
for the United Railways, commenting 
on the toll being paid by the citizens, 
said the percentage of increase in such 
accidents would run into the hundreds. 
The St. Louis Safety Council attempted 
to obtain an amendment at. the last 
session of the Legislature but failed. 
The state lawmakers do not meet again 
until 1927. In the meantime an effort 
will be made to revive the old city ordi- 
nance. 


Freight Business by Jamestown 
Interurban Recoups Losses 


Two freight hauls are being made a 
day over the Jamestown, Westfield & 
Northwestern Railroad, which operates 


coal, furniture and general merchandise 
shipped to and from any part of the 
United States and Canada at through 
ratings. 


Fort Hamilton Extension in 
Brooklyn Opened 


Fort Hamilton celebrated on Oct. 31 
the formal opening of the extension of 
the Fourth Avenue subway—a 4-mile 
section from. 86th Street, Brooklyn, to 
the Fort Hamilton terminal at 95th 
Street. The exercises were held at the 
junction of Fourth and Fifth Avenues. 

It took four years to extend the 
Fourth Avenue subway to Fort Hamil- 
ton. The construction work took two 
years and a dispute between the 
Transit Commission and the Board of 
Estimate accounts for the other two 
years. The first contracts were not 
approved by the Board of Estimate and 
it was not until 1923 that an agreement 
was reached and the contracts finally 
approved. Actual work was started 
in December, 1923. 
~The extension cost $2,000,000. It has 
one station, the Fort Hamilton terminal}. 


Freight Becomes a Feature on New York State Line 


a 32-mile electric line between James- 
town and Westfield, N. Y. The com- 
pany admits that these two freight 
hauls bring more revenue than the pas- 
senger business. Accordingly, it has 
plans under way for further extension 
of its freight hauling. At present, 
owing to the single-track system, the 
freight is hauled during the night, when 
passenger traffic is at its minimum. 
From fifteen to thirty cars of freight 
are hauled in this manner. 

The Jamestown, Westfield & North- 
western Railroad some few years ago 
suffered a rapid decline in its interur- 
ban passenger business and was forced 
to seek elsewhere for a source of re- 
plenishing its revenue, so in 1923 it 
started a through system of freight 
handling in conjunction with its con- 
necting lines, the New York Central 
and the Pennsylvania Railroads, in com- 
petition with a steam line passing 
through Jamestown, its southern ter- 
minus. Today the company is enjoying 
a rapidly increasing freight business of 


Passengers heretofore got off at the 


86th Street station and finished their 
journey by surface car. 


President Urged to Increase 
Size of I.C.C. 


The President is being urged to 
recommend to Congress an incredse in 
the membership of the Interstate Com- 
merce Commission from eleven to 
twelve. The purpose is twofold—first, 
to provide a place for a member from 
the South and at the same time retain 
the services of Mr. Woodlock; second, 
to permit four divisions of three 
members each which would have the 
authority finally to settle all but im- 
portant and general cases without 
reference to the full commission. To 
the objection that an even number of 
commissioners might result in dead- 
locks, the answer is made that any im- 
portant transportation question which 
cannot coax a majority of seven out 
of twelve ought to be modified. 
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Rapid Transit for Seattle 
Discussed 
Seattle is not yet large enough for 


a rapid transit system, but the time is 


approaching’ when such a system will 
be needed. This opinion was expressed 
by D. W. Henderson, superintendent 
of the Seattle Municipal Railway, 
Seattle, Wash., to the City Planning 
Commission in recent session. This 
body is seeking to improve traffic con- 
ditions in the city and has under con- 
sideration a plan submitted by one of 
its committees for a rapid transit 
system. 

William Pitt Trimble, chairman of 
the special rapid transit committee, 
ealled attention to the fact that in 
1920 Mr. Henderson in a report to the 
City Council advocated the construction 


of a four-track subway on Third Ave- 


nue, with an elevated structure running 
through Olive and Howell Streets, at 
an estimated cost of nearly $8,000,000, 


_ which project, if completed to the Uni- 


versity and Fremont bridges, would 
aggregate an expenditure of $12,000,- 
000 to $15,000,000, or four times the 
cost of the rapid transit system recom- 
mended by the committee. Chairman 
Trimble emphasized that Superintend- 
ent Henderson’s recommendation con- 
tained the estimate that there would be 
a saving of $1,200,000 in operation costs 
and that only one-half of this would 
be needed to pay interest and depreci- 
ation on the cost of construction. 

In further taking issue with Mr. 
Henderson, Chairman Trimble pointed 
out that during the first nine months 
of this year the city street car system 
lost a grand total of 1,359,614 pas- 
sengers, a daily average of nearly 5,000 
riders. Referring to the recommenda- 
tion of Superintendent Henderson to 
purchase new car equipment at a cost 
of $1,500,000, Mr. Trimble declared “it 
will cost $100,000 more a year to load 
these cars than it will to load rapid 
transit cars. Rapid transit will clear 
the streets for their proper use and at 
the same time increase the use of the 
car lines to the public.” 

Mr. Henderson disapproves of the 
proposed plan’s provision for an ele- 
vated along Western Avenue. He states 
the first subway should be under the 
downtown section, in the congested 
district. 


Terminal Electrification Measure 
‘for Buffalo Held Unreasonable 


Justice Harley N. Crosby in Supreme 
Court at Buffalo, N. Y., holds that the 
ordinance designed to effect electrifica- 
tion of all railroads in the city is not 
only unreasonable but impossible and 
an unauthorized interference with inter- 
state commerce. The decision reverses 
an order of the City Court. That 
tribunal denied a motion by the New 
York Central Railroad to dismiss a suit 
brought against it by the city to collect 
$250 for a single violation of the munic- 
ipal ordinance. 

The ordinance was enacted in 1921 
and became effective in January, 1922. 
It required every railroad entering the 
city to file at once plans for complying 
with the ordinance. It stated that 
after Jan. 1, 1923, every railroad. oper- 


ating trains propelled by steam power 
should be penalized not less than $250 
for each train operated. 

Justice Crosby pointed out that, to 
determine the reasonableness, he took 
judicial notice of these facts: That the 
railroad is an interstate carrier; that it 
is subject to control by agencies of the 
federal government; that it would cost 
an immense sum to finance the opera- 
tions commanded in the ordinance; that 
it would reasonably require more than 
a day or a month to prepare plans for 
so stupendous a task; that the de- 
fendant has no means of financing the 
required operation except by collecting 
the funds from patrons of the road in 
return for service or borrowing upon 
its bonds that must ultimately be paid 
from the same source; that the consent 
of the Interstate Commerce Commis- 
sion must be obtained before a bond 
issue can be floated. 


Illinois Traction Will 
- Merchandise ““The 


Miracle’’ 


HE Illinois Traction System 

has arranged with the St. 
Louis business men’s committee to 
become exclusive selling agents 
for the city of St. Louis in the 
distribution of tickets and seat 
reservations for the famous pro- 
duction of “The Miracle” in St. 
Louis during December and 
January. : 

Under the terms of the ar- 
rangement, every employee and 
agent of the [Illinois Traction 
System becomes a selling agent 
for the committee of St. Louis 
business men which has under- 
written a 30-day production of 
“The Miracle” in the massive 


Coliseum in St. Louis. 

Illinois Traction System agents 
are now accepting orders for 
seats for this production and will 
continue to act in this capacity 


from now until the close of the 
presentation. 

Although the seat sale does not 
open in St. Louis until Dec. 5, ad- 
vance seat reservations are avail- 
able through any Illinois Traction 
System agency. 

The management of the Illinois 
Traction System decided to make 
available this valuable service to 
its patrons when the St. Louis 
committee first arranged to bring 
“The Miracle” to St. Louis. In 
addition, it also announces that 
special reduced rates will be in 
effect from all points into St. 
Louis during the period from 
Dec. 24 to Jan. 20. 

It is the first time the spectacle 
has been given west of Ohio, its 
only two presentations in 
America having been in New 
York and Cleveland. The St. 
Louis civic committee has financed 
it to the extent of $350,000. Any 
profits will be devoted to charity. 
The federal government has 
waived the usual 10 per cent war 
tax. 


Fare Increase Indicated on New 
York State Railways’ Lines 


The New York State Railways will 
apply for approval of a schedule of 
higher fares before the Public Service 
Commission soon after Jan. 1. The 
-proposed increase in rates has not yet 
been determined, but it is understood 
it will apply to Rochester, Syracuse, 
Utica and other cities in which the 
company operates. 

In making its application the com- 
pany will submit figures to show that 
its operating revenues have decreased 
while its operating costs have increased, 
due in part to competition from the 
private automobile and public bus lines. 

B. HE, Tilton, vice-president and gen- 
eral manager in charge at Syracuse, 
is quoted as follows: 


No definite proposal has yet been drafted. 
I have been studying the situation for sev- 
eral months and at this moment I do not 
want to say definitely and positively that 
we will ask for a 10-cent cash fare and 
a 7%-cent ticket fare. 

That plan commends itself to me more 
strongly than any other, however, because 
it would put the burden upon the casual 
rider and add very little to the burden of 
the every day rider, to whom the trolleys 
are a necessity. Workers would buy tickets, 
of course, whereas the fellow who drives 
his car eleven months in the year and then 
wants two-minute service 24 hours a day 
during the other month would pay the cash. 


Mr. Tilton refused to divulge the fig- 
ures on which the company will make 
its application for higher rates. It is 
well known, however, that within the 
last few years the company has been 
compelled in all cities in which it oper- 
ates to lay out large sums for improve- 
ments and paving, while taxes have in- 
creased rather than decreased. The 
tendency of all costs has been upward. 

The company officials point out that 
90 per cent of its present traffic is the 
habitual car rider. 


Disposition of Philadelphia 
Property Deferred 


Action on the proposal that the city 
take over the defunct Frankford, 
Tacony & Holmesburg Street Railway, 
Philadelphia, Pa., was deferred again 
on Nov. 17 after a conference of Mayor 
Kendrick, Thomas E. Mitten, chairman 
of the P. R. T. executive board; Charles 
B. Hall, City Solicitor Gaffney and 
Directors Biles and Ehlers. The pro- 
posed taking -over by the P. R. T. of the 
Yellow Taxicab Company of Philadel- 
phia includes the Frankford, Tacony & 
Holmesburg proposal. The Mayor said 
no agreement had been reached. The 
Mayor announced that the day’s discus- 
sion had covered the two proposals and 
general transit matters. It was learned 
that the P. R. T. desired the city to 
finance the purchase and reconstruction 
of the defunct trolley line in the north- 
east. It is said to have been declared 
by the city officials in the conference 
that the Tacony and Holmesburg sec- 
tion, dependent upon bus service since 
the railroad went into bankruptcy a 
year ago, should have relief. There is 
$750,000 in the loan of 1923 for the con- 
struction of a trolley line through that 
section which has lain dormant. The 
old railroad property can be purchased 
for $350,000, but it would cost as much 
more to rebuild and equip it for service 
as a new route of the P. R. T. 
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Columbus Extension 
Discussed Informally 


Negotiations between the City Coun- 
cil of Columbus, Ohio, and the Colum- 
bus Railway, Power & Light Company 
looking toward a new 25-year car fran- 
chise were renewed on Noy. 138. As a 
result it was understood C. C. Slater, 
general manager of the company, on 
Nov. 23 would notify the Council defi- 
nitely who would represent the com- 
pany. At the recent meeting many 
points were discussed informally, among 
them being the extensions of lines with 
possible use of buses as “feeders,” ex- 
tensions and crosstown line, elimina- 
tion of at least half the cars from High 
Street, possible abandonment by the 
company of the Camp Chase line. 

It was also brought out that the com- 
pany was willing to sell the car lines 
to the city if the city wanted to buy 
them; that the company opposed build- 
ing new lines where they must cross 
railroads at grade and that Mr. Slater 
was opposed to the company using 
buses as proposed by the Council. 

The city law department has been 
investigating the charter amendment 
providing all franchise questions must 
be submitted to a vote. If it is found 
that no special election can be called 
under the amendment, then the new 
Rail-Light franchise could not be sub- 
mitted to the people until August, 1926. 
As the present franchise expires in 
February, 1926, it would probably be 
necessary to extend it until after the 
August primaries. 


Cleveland Survey Under Way 


A complete survey of the system of 
the Cleveland Railway, Cleveland, Ohio, 
has been started by C. M. Ballou, street 
railway commissioner, to determine the 
rerouting that may be necessary to in- 
crease car riding. The survey will in- 
clude data on the riding habits of 
Clevelanders. Slips asking for board- 
ing and destination points will be given 
out. Mr. Ballou said that it was be- 
lieved that improvements could be 
made to reduce traffic congestion. 


Oskaloosa Wants Railway 


Voters of Oskaloosa, Iowa, recently 
rejected a proposal for the substitution 
of buses for street cars at a special 
election. It was stated in the ELECTRIC 
RAILWAY JOURNAL for Oct. 24, page 758, 
that the city was faced with the pos- 
sibility of being without railway service 
unless the people at a special election, 
asked by the Oskaloosa Traction & 
Light Company, provide for an amend- 
ment to its franchise granting permis- 
sion to operate a bus line to Beacon 
and University Park. The railway 
claimed that operation of its system did 
not pay and that it could not continue. 


Relief for Jacksonville 


Jacksonville, Fla., is growing so fast 
that the Jacksonville Traction Company 
cannot keep up the pace. The result- 
ant inadequacy of service was discussed 
before a recent meeting of the City 
Council with a resolution introduced by 
Ralph Williams providing that the 


Council appoint a committee to solve 
the transportation problem. It was 


_stated that as the situation now stands 


Jacksonville must either purchase the 
existing traction properties and operate 
them as a municipal project, issue an 
attractive franchise so that the com- 
pany could go into the market and re- 
finance itself by the sale of additional 
securities or else be content with the 
present service. Mr. Williams said that 
after an investigation he had reached 
the conclusion that it was financially 
impossible for the company to increase 
its service because of the lack of capi- 
tal and with the franchise expiring in 
five years it would be impossible to 
obtain funds for expansions. 


President Coates Finds 
Sentiment Optimistic 


Frank R. Coates, president of the 
American Electric Railway Association, 
on a recent Western business trip took 
oceasion to call upon the officers of 
various electric railways, among them 
the Northern Texas Traction Company 
at Fort Worth, the Little Rock Railway 
& Electric Company at Little Rock, 
Ark., and the Kansas City Railways. 
In all of these places he found senti- 
ment very optimistic regarding the 
transportation business. 


Need of Public Co-operation in 
Eliminating Accidents Is Stressed 


“Stopping Street Accidents” is the 
title of an interesting little book re- 
cently published by Barron Collier, spe- 
cial deputy police commissioner of New 
York City. The many. original steps 
which the Bureau of Public Safety has 
taken in its campaign to educate the 
public to a sense of its responsibilities 
in the matter are outlined and com- 
mented upon. Particular attention is 
drawn to the systematic manner -in 
which the bureau has attacked the vari- 
ous problems, determined the most 
prolific sources of accident and set 
about the work of their removal. Con- 
siderable mention is made of the suc- 
cess which marked the creation of the 
fictitious entity “Aunty J. Walker” to 
assist in gaining the sympathetic co- 
operation of the public, and especially 
of school children. The book contains 
many illustrations of the posters and 
charts employed by the police in their 
safety campaigns. 


Higher Fares Authorized for 
Wisconsin Road 


The Wisconsin Railroad Commission 
has issued an order authorizing the 
Wisconsin Rapids Street Railroad to 
put in effect a new and higher schedule 
of rates on its interurban and city lines 
serving Nekoosa, Port Edwards and 
Wisconsin Rapids. The new schedule 
provides for a cash fare of 7 cents in 
each of the newly introduced zaqnes, 40 
tickets for $2.50 and school children’s 
fares 5 cents per zone. It does not 
correspond exactly with the rates asked 
by the company, but is substantially the 
same. The commission’s order stated 
that the small earnings of the company 
justified the increased rates. 


Higher Fares in Fort Smith.—Higher 
fares went into effect in Fort Smith 
and Van Beuren, Ark., on the lines of 
the Fort Smith Light & Traction Com- 
pany Nov. 12 under authority of a 
temporary injunction granted by a 
three-judge federal court. Pending final 
decision 8-cent cash and 73-cent token 
fares are being collected on all cars. 
The weekly pass will be abolished after 
the week beginning Nov. 15, according 
to a formal notice filed with the City 
Commission. It was explained, how- 
ever, that passes will be good until 
Nov. 22. The new fares replace the 
old 7-cent fare. Children’s fare is not 
affected. Traction company accountants 
estimated that the increases effective 
under the temporary injunction would 
amount_to more than those provided in 
the compromise approved by a two to 
one vote of the City Commission last 
July and later rescinded. 


Tokens in Fare Payment. — Metal 
tokens will be used as part fare pay- 
ment for passengers transferring from 
street cars to the through bus lines of 
the Indianapolis Street Railway, Indian- 
apolis, Ind. The fare on the through 
bus line will be 10 cents, and the cost 
of a combined bus-street car ride will 
be 11 cents, 1 cent of which is for the 
transfer. Passengers originating on 
street cars and transferring to a 
through bus line will pay a cash fare 
of 7 cents, or a ticket fare of 63 cents 
on the street car, a transfer charge of 
1 cent, and an equalizing bus fare of 
4 cents in cash or 8% cents in a metal 
token, the tokens to be sold at the rate 
of four for 15 cents. A new type of 
coin registering fare box will be in- 
stalled on all through buses. 

Wants Franchise Changed.—In con- 
nection with its improvement program 
in Burlington, Wis., the Milwaukee 
Electric Railway & Light Company has 
asked the City Council to amend its 
franchise providing for the discontinu- 
ance of service and removal of a part 
of its rails in Geneva Street from Pine 
to Kendall Street, where the company 
may use buses; also the right to lay 
either a single or a double track in 
Pine Street from Geneva Street into 
the new terminal building. 

Collections Stolen.—Operating single- 
handed, an unmasked bandit recently 
held ‘up and bound three employees of 
the Seattlé Municipal Railway, Seattle, 
Wash., at the Fremont carhouse and 
escaped with the city’s money collection 
auto and cash, estimated at approxi- 
mately $7,000. Railway money collec- 
tions are insured against theft up to 
$30,000, Superintendent D. W. Hender- 
son reports. 


Will Audit Books.—At a recent con- 
ference between officials and: attorneys 
of the Wheeling Public Service Com- 
pany, Wheeling, W. Va., and attorneys 
representing the various communities 
affected by a requested increase in 
rates, it was agreed that the State Pub- 
lic Service Commission be called in to 
audit the company’s books. The com- 
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pany proposed to increase the fare from 
10 cents to 15 cents and to make various 
fare zone changes. At a later meeting 
a compromise was reached providing 
for a straight fare of 10 cents. At that 
time the residents of Fulton, Glenwood, 
Pleasanton and East Wheeling, who had 
been paying an 8-cent fare, announced 
they would contest the advance. James 
Imoden, Charleston, chief engineer of 
the commission said that the survey 
would begin in ten days. 


Will Expedite Traffic Movement.— 
Passengers of the United Railways, St. 
Louis, Mo., will be required to enter 
all city street cars at the front entrance 
effective Nov. 15. The purpose of the 
ruling is to simplify the movement of 
traffic as much as possible. Confusion 
will be eliminated, it is thought, and 
delays at crowded sections will be over- 
come. Under the new system the pas- 
sengers will pay their fares when they 
pass the conductor. 


Improvement in Efficiency.—An effi- 
ciency contest for the sixteen car- 
houses of the Chicago Surface Lines, 
Chicago, Ill., has produced the record 
for one house of 33,991 miles per pull-in 
chargeable to equipment failures, ac- 
cording to the record for September 
published in the November Surface 
Lines Magazine. The Blue Island, the 
winner, is the first carhouse to pass 
30,000 miles per pull-in during the 
seven months of the contest and the 
record is called remarkable by com- 
pany officials. An improvement is 
noted in the general average, which 
was 11,669 miles for September and 
10,771 for August. 


Will Appeal Ruling.—The Court of 
Appeal of Ontario recently upheld the 
contention of the city of London, Ont., 
that the London Street Railway must 
sell seven tickets for 25 cents in un- 
limited hours and nine tickets for 25 
cents in limited hours. The company 
will appeal to the Privy Council in 
England. In the meantime the com- 
pany is continuing to charge a 5-cent 
fare, but the conductors have been 
ordered not to argue with passengers 
and under no circumstances to eject 
anybody from a car who tenders what 
the Court of Appeal has decided is a 
legal fare. Aside from the fare. clause 
the company wants a new operating 
agreement as it objects to paying what 
it considers an undue share of paving 
costs. 


Cut in Service Stirs Athens.—If the 
Athens Railway & Electric Company 
cuts the street car service, as author- 
ized by the Georgia Public Service 
Commission, members of the City Coun- 
cil have announced that they will ask 
that body to cut the tax on jitney buses 
from $150 to $10 a year. Some time 
ago, partly at the instigation of the 
street car company, which claimed that 
it was losing money under unfair jit- 
ney competition, the Athens City Coun- 
cil raised the tax on jitney buses to 
‘$150 a year, which put them out of 
commission. The company subsequently 
went before the commission, claiming 
that it was losing money, and secured 
permission to reduce the service to a 
30-minute schedule. Members of the 
City Commission threaten to bring back 
jitney competition. 


Recent Bus Developments 


e= 


Utility Operators in Interstate 
Bus Business 


Day .& Zimmermann, Philadelphia, 
Pa., public utility operators, are plan- 
ning to take advantage at once of per- 
mits for the operation of two new inter- 
state bus lines granted by the Public 
Service Commission of Maryland. The 
permits were issued to the Red Star 
Line, Inc. The two bus routes will be 
from Washington to Philadelphia and 
from Baltimore to Harrisburg. Per- 
mits were issued for the operation of 
five buses on each line. The commis- 
sion has authorized the bus company to 
conduct an interstate business and to 
haul passengers from any Maryland 
point to Pennsylvania or the District of 
Columbia, but refused to allow trans- 
portation of passengers between Mary- 
land communities. 

Intercity service between Washing- 
ton and Philadelphia via Wilmington 
will be begun on Nov. 23 and between 
Baltimore and Harrisburg via York, 
Pa., on Noy. 30. The headquarters 
and terminal at Philadelphia will be the 
Wanamaker store and a station stop 
will be made each way at the Bellevue- 
Stratford Hotel. The terminal in 
Washington will be the Woodward & 
Lothrop store. Stops will also be made 
in Washington at the Capitol Park 
Hotel, which is opposite Union Station. 
On the Washington-Philadelphia route a 
ten-minute stop will be made at Wil- 
mington to take on and discharge pas- 
sengers and baggage. Another stop will 
be made at the Hotel Bayou in Havre 
de Grace and, in the case of the after- 
noon trip, a supper stop of 30 minutes 
will be made at this point. Fageol 
Safety Coaches will be used exclusively 
on these routes. They will be of the 
parlor car type, seating 22 passengers. 

The following fares will be in effect 
on these routes: 


WASHINGTON-PHILADELPHIA 
Washington to Philadelphia.,........$5.00 


Washington to Wilmington..,........ 4.00 
Washington to Baltimore............ 1.50 
Philadelphia to Wilmington.......... 1.00 
Philadelphia to Baltimore............ 3.50 
BALTIMORE-HARRISBURG 
Baltimore to Harrisburg............ 3.00 
EAITIMOLS WOT MORK. 65 es wena wae 2.00 


Railway Fights Bus Permit 


Officials of the Brooklyn City Rail- 
road, Brooklyn, N. Y., presented further 
evidence before the Transit Commission 
on Nov. 16 opposing the application of 
the Queens Bus Line, Ine., to operate 
two bus routes from the Erie Basin to 
Borough Hall and to Prospect Park, 
Brooklyn. Commissioner John F. O’Ryan 
presided. 

The trolley line officials declared that 
competition by the proposed bus lines 
would inflict financial losses upon their 
crosstown line, which operates between 
the basin and the Borough Hall. Clin- 
ton E. Morgan, vice-president and gen- 
eral manager of the Brooklyn City 
Railroad, testified that his company’s 


receipts showed a considerable loss dur- 
ing the five days the buses were in 
operation last May, as compared with 
the receipts for weeks before and after 
bus operation. 


Co-ordination in Norfolk Uphela 
Voters of Norfolk, Va., at a referen- 


dum on Nov. 17 upheld an ordinance 


adopted last July by the City Council 
under the provisions of which the Vir- 
ginia Railway & Power Company, now 
the Virginia Electric & Power Com- 
pany, would assume control of bus 
transportation in Norfolk as well as 
street cars, and provide a unified serv- 
ice with transfer privileges. The vote 
was 4,075 to 2,511. The referendum 
was brought about by independent bus 
owners, who have been fighting the 
Council’s plan for one system. 

Under the ordinance the independent 
operators who desire to sell their equip- 
ment to the traction company have 30 
days in which their property is to be 
appraised and inspected. If they do 
not offer it to the company within that 
time, the company is not obligated to 
buy it. 

Whether the bus association, which 
launched the referendum movement, 
will take any further steps to block 
the operation of the ordinance has not 
been determined. John M. Arnold, coun- 
sel for the association, stated that his 
action would depend entirely upon the 
attitude of the association when it had 
digested the results of the election. 

The ordinance was adopted by the 
City Council on July 21. It became 
effective on Aug. 21. Its effectiveness 
was suspended by the referendum move- 
ment, and it will go into operation 
formally when the election commis- 
sioners report on the official canvass of 
the votes at the election. This they 
were expected to do on Noy. 19. 


Plans Bus Extensions.—The Tampa 
Electric Company, Tampa, Fla., plans 
to spend $125,000 to establish bus serv- 
ice in parts of the city not now being 
served. Six buses have been ordered 
to supplement the order of eleven of 
the large type placed several days 
ago with the Seminole Sales Company. 
F. E. Fletcher, an official of the com- 
pany, said that the buses would be in 
service in 80 days, although the routes 
had not been mapped out definitely. 

Figures for Bus Operation An- 
nounced.—During the first week that 
buses were operated by the Stark Elec- 
tric Railroad in Alliance, Ohio, they 
were patronized by 25,993 persons, com- 
pared with 19,180 during the previous 
week on the street cars. Railway serv- 
ice in the city was stopped by the 
Stark Electric after cars had been oper- 
taed for several months at a large loss. 
In addition to the interurban cars 

operating from Salem to Canton, a dis- 

tance of 35 miles, the Stark Electric 
Railroad also operates buses between 
Canton and Alliance. 
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Bus Substitution Under Considera- 
tion.—Batavia is added to the list of 
the smaller New York cities considering 
abandoning trolley service for buses. 
The Western New York Motor Lines, 
an independent company operating 
seven important interurban lines in 
western New York, is negotiating with 
the Batavia Traction Company for the 
purchase of its franchise and equip- 
ment. The traction company operates 
one line only. The bus coneern intends 
to establish routes covering the city. 


Buses Authorized.—The Exeter, 
Hampton & Amesbury Street Railway, 
operating trolley routes in Massachu- 
setts and New Hampshire, has been 
granted permission by the Public Serv- 
ice Commission to operate buses in con- 
junction with certain lines and as a 
substitution for other lines mostly in 
New Hampshire. Employees of the 
company had offered to operate the 
trolleys on a co-operative basis. The 
company says it expects to discontinue 
the operation of trolleys except in the 
summer time. 


Permission Granted for Buses.—The 
Gardner-Templeton Street Railway has 
been granted authority by the City 
Council of Gardner to operate buses. 
The company is now arranging to oper- 
ate a bus line between Templeton and 
West Gardner, Mass. It has further 
decided not to compete with the Flana- 
gan Bus Lines, operating a route to 
Winchendon. It is expected buses will 
do away with the operation of trolleys 
on certain trips. An hourly bus service 
is planned. 


Buses. Authorized. — Authority to 
operate buses has been granted to the 
Chicago, North Shore & Milwaukee 
Railroad by the City Council of Evans- 
ton, Ill. The bus proposal is for serv- 
ice between Niles Center and Morton 
Grove. This will give the latter town 
a connection with the new elevated 
line to Chicago. 


Bus Service Requirement Eliminated. 
—The Public Service Commission re- 
cently issued an amended order in 
the application of the Kingston Con- 
solidated Railroad, Kingston, N. Y., 
for consent to abandon part of its 
Colonial route, the effect of the order 
being to remove the restriction con- 
tained in the original order requiring 
the company to give bus service. The 
company sought to have the restriction 
removed when the application of the 
Kingston City Transportation Corpora- 
tion; a subsidiary, for permission to 
operate a bus line in Kingston was not 
acted upon by the Common Council of 
that city. 


New Route Started——The Fitchburg 
& Leominster Street Railway started 
operating buses on Oct. 30 between 
Waites Corner, West Fitchburg, Mass., 
through Depot Square and Water Street 
to Leominster. Three buses, each with 
a capacity of 30 passengers are at pres- 
ent alternating with electric cars. 


Railway Petition Refused.—The Iowa 
Railroad Commission recently rejected 
the petition of the Fort Dodge, Des 
Moines & Southern Transportation 
Company, a subsidiary of the railway, 
to establish a route between Algona 
and Spirit Lake. Commissioner Dwight 
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N. Lewis was in favor of the plan, but 
was outvoted. Operators of existing 
bus services in the territory claimed 


_the line would decrease their business. 


Petitions Again for Bus Substitution. 
—The Illinois Power & Light Corpora- 
tion recently appeared before Commis- 
sioner Ayres in Galesburg, IIl., to press 
its petition, presented nearly a year and 
a half ago, to substitute buses for 
trolley cars between Galesburg and 
Knoxville, Ill. 


Seeks Reconsideration of Petition.— 
The Indiana Public Service Commission 
has been asked to reconsider its recent 
decision in refusing the application of 
the Union Traction Company of Indiana 
to establish bus routes in Anderson, 
Ind. In the petition the company al- 
leged it was unfair of the commission 
to grant a similar permit to the Liberty 
Transit Company, Anderson. The trac- 
tion company alleged that the petition 
of the latter operator was filed after 
the commission had heard that of the 
traction company. 


Rush-Hour Service Increased. — The 
St. Louis Bus Company, which is oper- 
ated in co-operation with the United 
Railways, St. Louis, Mo., has announced 
increased service to take care of rush- 
hour traffic on the Bates Street line. 
Buses will be operated each way on ten- 
minute intervals. 


Railway Service Being Suspended.— 
The City Council of Durham, N. C., has 
granted the Durham Public Service 
Company permission to replace trolley 
cars with buses on certain of its routes. 
The company recently abandoned the 
trolleys on its Chapel Hill-Mangum 
Street route and has replaced these 
with buses. At the same time a new 
route leading into the Hayti or “black 
belt” section of the city was started. 


Higher Rates Sought.—The Interstate 
Public Service Company, Indianapolis, 
Ind., has applied to the Indiana Public 
Service Commission for increased rates 
on its buses between Indianapolis and 
cities south. The company operates its 
buses without competition from other 
lines, having purchased all competitors 
some time ago. The Interstate operates 
an electric railway between the points 
served by the buses. Generally speak- 
ing, the company wants 3 cents a mile, 
except for commutation tickets. These 
range from 2 to 24 cents a mile. The 
company wants to cancel the 54-ride 
commutation tickets in interurban serv- 
ice between Indianapolis and towns as 
far south as Franklin, 20 miles away. 


Twenty-one Additional Buses for 
Newark Authorized. — Permission was 
granted to the Public Service Trans- 
portation Company on Oct. 31 by the 
Board of Public Utility Commissioners 
to operate 21 additional buses prin- 
cipally in Newark. 


Study. Looks Toward Bus System.— 
Local traffic conditions in Memphis, 
Tenn., will be made the subject of a 
study looking toward the establishment 
of a bus system. This statement was 
made recently by Horace Johnson, City 
Commission of Public Utilities. If con- 
ditions warraht this service, the buses 
may be used as auxiliaries to the trol- 
leys of the Memphis Street Railway. 
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New Line to Start.—The Indiana Pub- 
lic Service Commission has authorized 
the Indianapolis Street Railway, Indian- 
apolis, Ind., to start the operation of a 
new feeder bus line as an extension to 
its present College Avenue line. At the 
same time the commission denied the 
petition of the People’s Motor Coach 
Company, which asked permission to 
operate a line which would be somewhat 
in competition with the railway feeder. 


Extensions Planned. — Two new 
feeder bus lines will be established by 
the Milwaukee Electric Railway & 
Light Company. The feeder line run- 
ning from 26th Avenue and Burnham 
Street to 26th Avenue and Lincoln 
Avenue will be extended east on Lincoln 
Avenue to South Bay Street. Another 
line will be started on Oklahoma 
Avenue from Superior Street west to 
Eighth Avenue, with a future exten- 
sion to Eleventh Avenue planned. 


New Service Started—The Savannah 
Electric & Power Company, Savannah; 
Ga., started on Oct. 30 a new bus sched- 
ule from-the downtown district around 
Johnson Square to the Merchants & 
Miners Transportation Company and 
Ocean Steamship Company wharves. 


The fare is 7 cents and the bus is of ~ 


the pay-as-you-enter type. 


Must Explain Service—The Spring- 
field Street Railway, Springfield, Mass., 
which recently petitioned for authority 
to operate buses in the town of Ware, 
Mass., was balked in carrying out the 
plan when the Selectmen voted not to 
grant permission until it was learned 
more definitely what the service would 
be. It is said the railway planned to 
discontinue trolley service, but in its 
petition to the town the company gave 
no indication as to whether trolley 
freight service would he continued. The 
petition merely asked for a permit to 
run buses. 

Bus Under Consideration.—Entry of 
Neenah, Wis., into the bus business is 
being considered by the City Council. 
A special transportation committee has 
been named to study the bus plan follow- 
ing the announced intention of the Wis- 
consin Traction, Light, Heat & Power 
Company to discontinue its unprofitable 
intercity and local street railway serv- 
ice connecting Neenah, Menasha and 
Appleton. In connection with Neenah’s 
plan to establish municipal bus service, 
a representative of the American Bus 
Company, St. Paul, opened negotia- 
tions with Neenah and Menasha. 

Permit Granted—The Los Angeles, 
Railway, Los Angeles, Cal., has been 
granted permission to operate a cross- 
town bus line on Alvarado Street. This 
service was to be started about Nov. 15. 
The service will require three buses 
and will give a fifteen-minute headway. 
The fare will be 5 cents, including 
transfers to all intersecting Los An- 
geles Railway car lines and a 10-cent 
fare, to include transfers, to intersect- 
ing Los Angeles Railway bus lines. 


Permission to Continue Line. — The 
Connecticut Company, New Haven, 
Conn., has received authority to con- 
tinue to operate a bus line between 
New Britain and Meriden, via Berlin, 
and to operate a new bus line between 
Middletown and Durham. 
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Financial and Corporate 


Remission of Taxes Sought by 
New Jersey Road 


Following a period of negotiations 
between Joseph P. Tumulty and Joseph 
K. Choate, receivers of the Morris 
County Traction Company, Dover, N. J., 
and the authorities of the municipalities 
which the line serves, a hearing was 
held before Judge Runyon in federal 
court on Nov. 16 in an effort to help 
rehabilitate the company. Otto G. 
Schultz, secretary and treasurer of the 
company, was placed on the stand by 
the attorney for the receivers. His 


~ testimony revealed the financial condi- 


tion of the line and the degree to which 
it is indebted to the various municipali- 
ties for unpaid taxes and to the state 
for accrued paving obligations. After 
Mr. Schultz’s testimony the court 
ordered briefs to be submitted by the 
attorney. Decision was reserved. 
Some time ago the receivers proposed 
a rather novel plan under which the 
state and communities through which 
the traction company operates would 
be granted a share in the control of the 
line in return for the cancellation of all 
unpaid taxes prior to 1924 and the re- 
lease from all past and present paving 
obligations. This proposal was frowned 
upon by some of the borough council- 
men. Certain members, in fact, went 
on record as favoring the establishment 
of bus service throughout the territory. 
However, the plan was the only one 
which the receivers considered feasible 
in an attempt to place the road on a 
sound financial basis and it was rep- 
resented that the choice lay between 


‘accepting it or stopping service. 


The traction company receivers have 
stated that the line is being consistently 
overtaxed as compared with the rates 
imposed on the bus companies by the 
municipal governments. As an example 
of this alleged unfair discrimination the 
case of Morristown is cited. There the 
company is required to pay taxes at the 
rate of $400 a year for each car used 
in the town, while competing buses pay 
only the sum of $100 on the same 
street. ; : ; 

In the court hearing on Nov. 16 Mr. 


Schultz stated that the net operating 


revenue of the line is between $60,000 
and. $70,000 a year and that there. was 
a balance of cash on hand in the com- 
pany’s treasury on Nov. 14 of nearly 
$30,000. The state highway commis- 


‘sioners and various municipal author- 


ities have demanded more than $655,000 
for street improvements and the re- 
ceivers state that the annual tax bill 
in itself runs more than 50 per cent of 
the net operating income. 


Protective Committee for Ohio 
Road’s Bondholders 


A protective committee has been 
formed to represent holders of the out- 
standing first mortgage 5 per cent 
twenty-year gold bonds of the Colum- 


- 


bus, London & Springfield Railway, 
Springfield, Ohio, in default since Oct. 
1, 1920, the maturing date. The com- 
mittee is mailing to bondholders a de- 
posit agreement naming the New York 
Trust Company as depository and Rabe- 
nold & Scribner as counsel. 

Lowell Mason of De Ridder, Mason & 
Minton, is chairman and F. W. Quinn, 
vice-president of the Fidelty Mutual 
Life Insurance Company, Philadelphia, 
and Dr. Maurice Korshet, Passaic, N. J., 
are members of the committee. 

Of the original $1,500,000 bond issue, 
$1,000,000 was pledged under a general 
and refunding mortgage of the Indiana, 
Columbus & Eastern Company, which 
acquired the property in 1906. A sink- 
ing fund has retired $240,000 of the 
bonds, leaving in the hands of the pub- 
lic a balance of $260,000. 


Financial Requirements of 
Indianapolis Company Discussed 


Robert I. Todd, president of the In- 
dianapolis Street Railway, Indianapolis, 
Ind., and attorneys for the company 
conferred for an hour on Nov. 12 with 
members of the Indiana Public Service 
Commission. While all concerned re- 
fused to discuss the subject of the con- 
ference, it was reported that present 
financial requirements of the company 
were under consideration. The com- 
pany’s monthly reports to the commis- 
sion, made in conformity with an order 
issued last year, have shown a shrink- 
age of revenue, owing, it is declared, 
to periods of unemployment, the grow- 
ing inroads of the private automobile 
and the increased competition of bus 
lines. The company passed the quar- 
terly dividend on preferred stock due 
on Sept. 1. The possibility of a 2-cent 
transfer charge instead of the present 
1-cent charge is understood to be under 
consideration as a measure of relief. 
The transfer charge produced about 
$170,000 last year. 


$1,087,475 Increase in Net in Brooklyn 


Excellent Showing Made by Company Recently Reorganized—Property 
Is Fast Being Fully Rehabilitated—Number of Passengers 
Carried Increased 340,000,000 in Eight Years 


ONSOLIDATED net income of the 

Brooklyn-Manhattan Transit Cor- 
poration, Brooklyn, N. Y., for the year 
ended June 30, 1925, was $5,073,534, an 
increase of $1,087,475 over the pre- 
ceding fiscal year. The results in de- 
tail were made public on Nov. 17. The 
gross income of the company for the 
year recently ended was $12,902,146, 
compared with $11,784,425 for the pre- 
vious year. This sum was after all 
maintenance charges, taxes and reserves 
for depreciation, but before interest, 
rentals, ete. For the fiscal year four 
quarterly dividends aggregating $1,- 
496,808 were paid on the outstanding 


‘ preferred stock. 


During the last two years the ex- 
penditures for maintenance of way and 
structures and of equipment, including 
reserves for depreciation, have totaled 
$19,976,305, which is 23.96 per cent of 
the total operating revenues of $83,- 
384,743 for the two years. 


PASSENGERS CARRIED 


Fiscal 

Year Surface Rapid Transit Totals 
1918 255,569 584 265,400,020 520,969,604 
1919 251,893,227 313,933,642 565,826,869 
1920 278,832,742 380,190,890 659,023,632 
1921 223,006,425 406,695,310 629,701,735 
1922 250,412,364 446,384,508 696,795,872 
1923 262,992,795 482,584,090 745,576,885 
1924 266,421,409 539,069,076 805,490,485 
1925 271,800,914 593,368,990 865,169,904 


The increase in seven years in pas- 
sengers on the rapid transit lines has 
been 123.5 per cent and the increase 
on the system 66 per cent. The surface 
lines are carrying 31.4 per cent of total 
traffic and are therefore performing 
an important and essential part of the 
city transportation. 

The city’s investment in rapid transit 
lines operated under Contract No. 4 
by the New York Rapid Transit Cor- 
poration is approximately $152,000,000. 


The company explains that the city 
will need to expend about $30,000,000 
more to complete its obligations under 
the contract, namely, shops and yards, 
Nassau line, Fourteenth Street-Eastern 
line and full-length platforms. With 
the city’s obligations fully performed, 
with an expenditure of only 20 per cent 
of the city’s present investment, the 
capacity of its rapid transit lines be- 
tween Manhattan and the Boroughs of 
Brooklyn and Queens will be increased 
100 per cent. As these city obligations 
are carried out, further capital ex- 
penditures will need to be made by the 
corporation. Looking toward addi- 
tional equipment, there have been under 
construction during the fiscal year four 
units of articulated subway cars, a de- 
parture in car design that is expected 
to produce greater efficiency and safety 
in operation. Substantial improve- 
ments are under way in the power 
house at Williamsburg. 

The western half of the Fourteenth 
Street-Eastern line was placed in oper- 
ation on the last day of the preceding 
fiscal year and has developed a satisfac- 
tory local business, although it can be 
of no substantial relief to the present 
transfer congestion at the Canal Street 
station until the entire line is com- 
pleted. During the last fiscal year the 
city has been engaged in the construc- 
tion of an extension of the Fourth 
Avenue line from 86th to 95th Street, 
Brooklyn, at a cost of $2,000,000. It 
will add one station to the line. Under 
the contract, the company is obligated 
to equip and operate this extension, but 
it elected, as it had the option to, that 
a separate accounting be made of the 
expenses and revenues. 

The first annual report stated briefly 
the provisions of Contract No. 4 as to 
the disposition of revenues arising from 
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operations under the contract. The 
company is entitled to its operating 


and preferential deductions, including . 


cumulative deficits thereof, ahead of 
any payments to the city. The ac- 
companying table shows the order in 
which deductions are to be made from 
revenues and the application of revenues 
thereto, together with the cumulative 
deficits. It will be observed that the 
earnings for the year showed an excess 
over the year’s deductions, applicable 


COMPARATIVE STATEMENT OF EARNINGS 
' AND EXPENSES OF THE BROOKLYN- 
MANHATTAN TRANSIT SYSTEM 
FOR YEAR ENDED JUNE 30 


Revenue from Transpor- 


tation: 1925 1924 
Passenger revenue......... $41,383,763 $38,376,581 
Freight revenue........... 675,1 650,172 
Chertered car revenue...... 1,026 824 
Miscellaneous transportation 

revenue. :.//. i lnk 590 566 
Chartered bus revenue...... USOT sewchstvagcr. te 

Total revenue from 

transp:rtation...... $42,073,635 $39,028,144 

Other Street Railway Ope- 

rating Revenues: 

Advertising 40% 28% «2a? $656,000 $534,389 
Other car and station privi- 

Tepes ony racnieeee siete 381,941 297,475 
Rent of buildings and other 

Property-ct ae eters 150,900 147,573 
Rent of equipment..... a 240 170 
Rent of tracks and terminals 21,634 22,283 
Miscellaneous receipts...... 28,065 42,289 

Total other street rail- 

way operating reve- 
TRES lew oe opine $1,238,781 $1,044,181 

Total street railway 

operating revenues... $43,312,417 $40,072,326 
Operating Expenses: 
Maintenance (including re- 

serve for depreciation) of 

way and structures...-... 4,474,266 3,742,677 
Maintenance (including re- 

serve for depreciation) of 

equipment.........s02-- 6,087,560 5,671,801 
Operation of power plant. . . 3,240,270 3,428,726 
Operation of cars—train- 

men’s WALES. .. 4.0002 6,872,091 6,514,423 
Operation of cars—other ex- ; 

(PEMBES es wie cars aisele wees 4,198,723 3,908,713 
(Damages iter eur ciaiere eiers 1,416,701 = 1,277,771 
Legal expenses in connection 

with damages........+-- 198,978 174,478 
General law expenses.......- 134,985 105,333 
Other general expenses..... 1,309,152 1,156,119 
Freight expenses..........- 493,660 519,303 
American Railway Tuiaffc 

Company —expenses....  . +--+ eee 60 


$28,426,390 $26,499,408 
$14,886,026 $13,572,917 

3,068,461 2,738,946 
$11,817,564 $10,833,970 


Total operating expenses 


Net revenue from operation 
Taxes accrued on operating 
DLODELLIOS ais stetera ere en 


Operating income.........- 


Non-Operating Revenue: 
Rents accrued from lease of 


PORES ed + Geena $60,571 $61,467 
Miscellaneous rent revenues 287,276 297,376 
Interest revenues... .. eS 544,337 428,865 
Dividend revenues.......- - 666 61 
Profits from operations of 

Othicrasca apis Mc cerents marr eel oe 12,318 
Miscellaneous. .. . 192,558 151,366 

Total non-operating 
TEVENUES. ...55 ses $1,085,408 $951,456 
Non-Operating Revenue 
Deductions: 
Rent.expense.......s0.0006 $827 $1,000 
Net non-operatingincome.,. $1,084,581 $950,455 


Gross income......- Feet es $12,902,146 $11,784,425 


Income Deductions: 


Interest deductions........ $7,475,760 $7,431,050 
Rent for ease of other road 
and equiomeul......-.-+ 25,000 25,000 
Other rent deductions...... 309,677 302,526 
Sinking fund accruals....... 658 658 
Amortization. ¢ os 6.0)6 sc sins 3,125 511,25 
Totalincome deductions $7,814,221 $7,762,360, 
PAIABOG. oc sg. eS $5,087,925 $4,022,065 
Less accruing to minority 
interest. da isessen exes 14,390 36,006 


Netincome........... $5,073,534 $3,986,059 
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STATEMENT OF RESULTS OF BROOK- 
LYN OPERATION UNDER CON- 
TRACT) WITH \CrDy- 


Year Period 
Ended = Aug. 4, 1913, 
June 30, to June 30, 
1925 1925 


Revehtie; . sn sometreiies $30,816,717 $214,430,030 
Operating deductions and 
company’s first preferen- 
tial 
Balance available for re- 
turn on new money in- 
vested under contract... 
Company’s second prefer- 
ential, representing inter- 
est and sinking fund on 
company’s contribution 
to construction and 
equipment under con- 


25,025,468 197,828,033 


5,791,249 16,601,997 


5,463,510 
327,739 


34,613,194 
Balance above company’s 
second preferential...... 
Deficitrepresenting amount 
by which revenue failed 
to equal interest and 
sinking fund on com- 
pany’s contribution to 
construction and equip- 
ment under contract... . 


18,011,197 


to the cumulative deficit, and that the 
cumulative deficit of the company now 
totals $18,011,197 as the result of de- 
terminations made by the Transit Com- 
mission under provisions of the con- 
tract, which disposed of undetermined 
items of cost up to June 30, 1923. 

With a continuation of favorable oper- 
ating conditions and particularly with 
the additional facilities that the city 
is obligated to provide, it is hoped that 
the net revenue will continue to in- 
crease so that the company’s cumulative 
deficiency of full deductions may be 
gradually made good. 

The accompanying condensed com- 
parative summary gives the results of 
operations under the contract with the 
city for the year ended June 30, 1925, 
and also for the twelve-year period 
from the commencement of operation 
under the contract, namely, Aug. 4, 
1913, to June 30, 1925. ’ 

The first annual report, issued a year 
ago, contained a concise description of 
the organization and principal proper- 
ties acquired by the corporation after 
its organization in May, 1923. There 
have been no substantial changes. 


Stark Electric Control 
in Eastern Hands 


Actual control of the Stark Electric 
Railroad, Aliiance, Ohio, passed into the 
hands of Eastern capitalists recently 
when the final payment was made on a 
block of stock sufficient in size to con- 
trol the voting of the company. Old 
officials of the company had turned in 
their resignations and all the executive 
offices, except one, are now held by 
Eastern men. 

N. T. Glidden of New York City 
heads the company as president, Howard 
Morris of New York is vice-president, 
E. W. Sweezy, formerly of New York 
but at present residing in Alliance, is 


the new secretary and treasurer. W. E.- 


Davis, an Alliance man, continues as 
general manager of the road. 

Control of the company was pur- 
chased at slightly less than $200,000. 
Twice that amount will be invested in 
the road to rehabilitate it. Installation 
of bus services in the city of Alliance 
was one of the first moves of the or- 
ganization. The new owners are pre- 
paring to revamp the power plant of 
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the Stark Electric at Lake Park and a 
modern power plant will be installed at 
once. The Stark Electric holds con- 
tracts for the distribution of power to 
many of the manufacturers in Alliance 
and vicinity and is preparing to manu- 
facture this power. 


Purchase Offer Terms 
Made Public 


The terms of the offer of the Ken- 
tucky Utilities Company, a subsidiary 
of the Middle West Utilities Company, 
to purchase the Paducah Electric Com- 
pany, Paducah, Ky., have been made 
public. It is offering to purchase 
Paducah debenture bonds at face value 
plus accrued interest at 6 per cent to 
date of sale, preferred stock at $100 
par plus accrued 7 per cent dividends 
and the $25 par common stock at $60 a 
share. The offer has been approved by 
Stone & Webster, operators of the 
Paducah properties. The price to be 
paid for the Paducah common will be 
about $1,450,000 and for the preferred 
about $333,000. There are $269,000 of 
Paducah debentures outstanding. The 
Paducah company owns and operates 
electric light, power, gas and steam- 
heating systems in Paducah, Ky., and 
through stock ownership controls and 
operates the electric railway. 


Preparations Under Way for 
Kansas City Reorganization 


Affairs are being lined up prepara- 
tory to the hearing to be held before 
the Public Service Commission of Mis- 
souri on the proposed reorganization 
of the Kansas City Railways, Kan- 
sas City, Mo. It is expected that 
the city will be represented: at the 
hearings. Solon T. Gilmore, city coun- 
selor, says he and Judge E. F. Hal- 
stead, an assistant; will look after the 
city’s interests. Judge Halstead repre- 
sented the city in the receivership pro- 
ceedings in the federal court. It is 
explained that before the city adminis- 
tration takes a positive position it de- 
sires to learn in detail what the new 
owners of the railways, the Newman 
interests, propose to give Kansas City 
when the present receivership ends. 

In this connection it is said that the 
Riggs report, made for, the federal 
court and later filed with the commis- 
sion, may play an important part in 
fixing a new valuation for the basis of 
the future fares. The Riggs report 
was compiled primarily to establish a 
valuation for the sale of the railway 
under foreclosure. It found the prop- 
erty was worth $9,000,000 to $13,000,- 
000, “based on the earning value of the 
company.” Now enters the Public Sery- 
ice Commission, which must fix another 
valuation as a basis for rate making. 

The sale of the property of the rail- 
way under foreclosure under the final 
decree of May 15 is being advertised 
for 10 o’clock on Dec. 15 at Kansas City. 

Meanwhile the present fare schedule 
of the Kansas City Railways has been 
extended for another six months, dating 
from Nov. 18, by the Public Service 
Commission. The application for an 
extension of the rates was not opposed 
by the city. ; 


November 21, 1925 


Broader Scope for Company 
Holding Michigan Railways 


The Electric Railway Securities Com- 
pany, New York, is to be reorganized 
by an exchange of stock into a new 
company to be known as the Utility 
Shares Corporation. One-half share 
of participating preferred stock, one 
share of common stock and one option 
to purchase common stock at $10 in the 
new company will be offered for each 
share of Electric Railway Securities 
Company stock held. 

The new company has an authorized 
capital of 50,000 shares of first pre- 
ferred, 200,000 shares of participating 
preferred and 500,000 shares of com- 
mon. The first preferred stock is non- 
voting, of no par value and is to re- 
ceive $100 on dissolution, $105 on re- 
demption, and dividends at the rate of 
$6 a year cumulative. The participat- 
ing preferred stock is non-voting, of no 
par value and is to receive $20 on dis- 
solution, $22.50 on redemption, and 
dividends at the rate of $1.20 cumula- 
tive, it being provided that if dividends 
during any fiscal year are paid on com- 
mon stock in excess of 60 cents a share 
a like excess shall be paid on the par- 
ticipating preferred stock up to an addi- 
tional 40 cents a share. The common 
stock is of no par value and carries full 
voting power. . 

The Electric Railway Securities Com- 
pany has transferred to the Utility 
Shares Corporation assets valued at 
$1,440,000. In consideration of this 
transfer, the new corporation will dis- 
tribute to the holders of the 80,000 
shares of Electric Railway outstanding 
40,000 shares of participating preferred, 
80,000 shares of common and 80,000 op- 
tions expiring Dec. 31, 1927, to pur- 
chase common stock. Distribution of 
the new stock will be made Dec. 7 to 
stockholders of record Nov. 30. 

Hodenpyl, Hardy & Company, New 
York, and others have offered 30,000 
shares of Commonwealth Power Cor- 
poration common stock in exchange for 
120,000 shares of common stock and a 
like number of options in the new 
company. 

The Electric Railway Securities Com- 
pany was organized in Maine, Jan. 28, 
1924. It acquired certain assets and 
assumed all liabilities then remaining 
of the Commonwealth Power, Railway 
& Light Company. All obligations have 
been paid and the Commonwealth cor- 
poration has been dissolved by the 
Maine Supreme Court. Among the 
_several railways securities of which are 
owned are the following: Grand Rapids 
Railway, Michigan Electric Railway, 
Michigan Railroad, Grand Rapids, Hol- 
land & Chicago Railway, Rockford & 
Interurban Railway, Janesville Trac- 
tion Company and the Saginaw Transit 
‘Company. 

a ‘ 

Protective Committee for First Mort- 
gage Holders at Detroit—It was an- 
nounced on Oct. 29 that a protective 
committee representing holders of the 


Detroit United Railway, Detroit, Mich., : 


first mortgage and collateral trust sink- 
ing fund five-year 6 per cent bonds had 
been formed with Theodore G. Smith as 
‘chairman. Other members of the com- 
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mittee are W. A. Burst, Julius H. 
Haass, Leonard Kennedy, R. W. Martin 
and Henry Salomon. 

New Director for Louisville—wW. S. 
Campbell, manager and chief engineer 
of the Kentucky & Indiana Terminal 
Railroad, has been placed on the board 
of directors of the Louisville Railway, 


Louisville, Ky., to fill a vacancy caused: 


by the death a few months ago of L. 
W. Botts, former president of the Fidel- 
ity & Columbia Trust Company and 
treasurer of the Louisville, Henderson 
& St. Louis Railroad, a steam line. 


Small Track Removal.— Under the 
terms of an ordinance passed by the 
City Council of Milwaukee, Wis., the 
Milwaukee Electric Railway & Light 
Company is granted permission to re- 
move its equipment on Geneva Street. 
Pavement replacement work will be 
carried on under the supervision of the 
city engineer. Buses will take the 
place of street cars on this line. Buses 
operating on the Geneva line will. make 
connections with all street cars at the 
same rate of fare now in force. 


Stock of Atlanta Company Offered.— 
Estabrook & Company, Putnam & Com- 
pany and Marshall Field, Glore, Ward 
& Company offered on Nov. 19 a new 
issue of $4,000,000 Georgia Railway & 
Power Company 7 per cent cumulative 
first preferred stock, series of 1926, 
$100 par value. The price is $100 a 
share, to yield 7 per cent. The proceeds 
from the sale of this stock will be used 
for liquidating indebtedness incurred in 
making improvements to the owned or 
leased properties of the company and 
to finance further improvements and 
acquisition of additional properties. 


Deficit Lower.—For the nine-month 
period ended Sept. 30, 1925, the oper- 
ating revenue of the International Rail- 
way, Buffalo, N. Y., was $7,980,166 
against $7,741,174 for a similar period 
in 1924. The operation and taxes fell 
off from $7,043,486 to $6,950,729. The 
gross income for the period of the cur- 
rent year was $1,071,163 against $736,- 
435. After the consideration of income 
deductions the deficit for the nine 
months period of this year was $92,271 
against a deficit of $353,963 for a sim- 
ilar period last year. 

Consolidation Ordinance Adopted.— 
The Commission Council of New Or- 
leans, La., recently adopted an ordi- 
nance introduced by Commissioner Hall 
of the Department of Public Utilities 
proposing a consolidation of the Citi- 
zens’ Light & Power Company and the 
Consumers Light & Power Company 
with the New Orleans Publie Service, 
Inc. Commissioner Hall said that by 
the consolidation the New Orleans Pub- 
lic Service, Inc., could effect economies 
in operation that would save at least 
$81,000 a year. 


Report Shows Improvement.—The 
report for September of W. C. Jones, 
auditor for the receivers of the Okla- 
homa Railway, Oklahoma City, Okla., 
shows a gratifying improvement in re- 
sults of operation. While the figure 
still is “red,” the deficit is less than 
$500. This is regarded as very encour- 
aging considering that the August defi- 
cit was more than $16,000. The Sep- 
tember figure barely gets under the 


931 


$500 mark. There is a deficit for the 
calendar year up to date of $31,873, but 
the Oklahoma Railwayan, distributed 
each week on the cars, says the re- 
ceivers believe that they were right 
several months ago in predicting better 
business for the company during the 
fall and winter months. 


Minneapolis Valuation to Be Brought 
Up to Date—The Council of Minne- 
apolis, Minn., on Oct. 30 voted an as- 
sistant to be selected to work with the 
Street Railway Comptroller to prepare 
data on which an application will be 
based for the Minnesota Railroad and 
Warehouse Commission to bring the 
valuation of the property of the Minne- 
apolis Street Railway up to date from 
Jan. 1, 1925. This was the valuation 
upon which the commission issued its 
present rate test of 8 cents cash fare 
and ten tokens for 60 cents, beginning 
Aug. 1, 1925, for six months. The order 
was issued July 3 last. 


Abandonment of Line Sought.—The 
petition for a hearing on the abandon- 
ment of the line of the Tri-City Rail- 
way, on Fourth Avenue from First to 
Fifteenth Street, in Rock Island, IIL, 
was filed recently with the Illinois Com- 
merce Commission. The abandonment 
of the Fourth Avenue line to the west 
end of the city is considered by the 
traction company in connection with its 
retrenchment program. Due mostly to 
an increase in the number of automo- 
biles, the line is claimed to be a losing 
proposition. Property holders along the 
line have asked that if the tracks are 
torn up the Tri-City Railway make a 
boulevard where the tracks were laid. 
The company has signified it is agree- 
able to the plan. 

Argument Over Vermont Purchase.— 
Dispute has risen over the purchase of 
the rails, real estate and trolley wires 
of the Barre & Montpelier Traction & 
Power Company, Montpelier, Vt., by 
F, A. Jewett for $18,000. Judge Frank 
Thompson of Barton, Vt., held a hearing 
on Nov. 2 and adjourned the conference 
without confirming the sale. Attorneys 
for Mr. Jewett opposed the continuation 
of the hearing. Attorneys for the cities 
of Montpelier, Barre and Berlin, Vt., 
where the trolley line was operated, 
petitioned for a continuation for two 
weeks before Judge Thompson made his 
final decision. It was rumored after the 
hearing that the purchase price would 
be raised 10 per cent. The line has been 
in operation since 1898. 

Appraisal Completed.—J. W. Bower- 
man, representing the city of Seattle, 
and Henry Gray, for the railway, have 
completed their appraisal of the Seattle 
& Rainier Valley Railway and are 
awaiting a check of their valuation by 
a third appraiser. The two appraisers 
have not yet agreed on a third member, 


.the delay being partly due to the fact 


that the city has appropriated only 
$250 with which to employ a third ap- 
praiser. Meanwhile, negotiations by 
the Council are being held up for the 
purchase of the railway. The Council, 
after two appraisals by Clark Jackson, 
superintendent of the Public Utilities 
Department, offered $1,200,000 for the 
line. Citizens protested that the price 
was excessive, and a third appraisal by 
outside engineers was authorized. 
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Ohio Committee on Information 
Has New Officers 


T. O. Kennedy, vice-president and 
general manager of the Ohio Public 
Service Company, Mansfield, Ohio, has 
been elected chairman of the Ohio 
Committee on Public Utility Informa- 
tion. Mr. Kennedy has been associated 
with the Doherty interests for many 
years. He has served with the Denver 
Gas & Electric Company, the Montgom- 
ery Light & Water Power Company, the 
Lincoln Gas & Electric Company, and 
the Massillon Gas & Electric Company. 
In 1922 he went to Cleveland as vice- 
president and general manager of the 
Ohio Public Service Company. His 
particular hobby has been the work of 
committees on public utility informa- 
tion. He organized the Rocky Moun- 
tain committee and since going to 
Cleveland has been a member of the 
Ohio committee. He was also a mem- 
ber of the editorial committee of the 
Ohio committee. 


Changes in St. Louis 


Personnel changes were made in St. 
Louis, Mo., recently affecting three men 
who are widely known in the United 
Railways organization. They are John 
P. Rice, Lawrence Kearns, and G. Z. 
Ledford. Mr. Rice, formerly in charge 
as superintendent at the South Broad- 
way station, and in recent years at 
Park Avenue, was transferred to the 
Cass Avenue station. There, as super- 
intenuent of the third division, he di- 
rectly succeeds the late Earl J. Glenn, 
superintendent, who died on July 2. 
G. Z.. Ledford was promoted from the 
position of foreman at Cass Avenue, 
after many years of service, to the 
rank of superintendent and placed in 
charge to succeed Mr. Rice. Lawrence 
J. Kearns, formerly chief clerk in the 
transportation department, but lately 
acting as relief superintendent, was 
made assistant superintendent of the 
third division, in charge at the Easton 
station. 

Mr. Rice began his career as a con- 
ductor with the old Union Depot line 
in 1892. In October, 1898, he received 
his first promotion when he was made 
foreman at the Jefferson car station, 
where he remained until November, 
1899. Then he was advanced to super- 
visor of the Cherokee line. In 1901 he 
was appointed supervisor of the Wells- 
ton line, which position he filled up to 
the time of his appointment to the 
office of superintendent of the fourth 
division. He remained in this office 
up to 1920, when he was transferred to 
the eighth division. 

Mr. Ledford entered the service of 
the United Railways in March, 1906, as 
a conductor on the Cass Avenue line. 
He remained in this position eleven 
and a half years and then was pro- 
moted to foreman at Cass Avenue sta- 
tion in 1917. In his 19 years of sery- 
ice with the company he has held but 


three jobs—conductor, foreman and 
superintendent. 

Lawrence Kearns entered the serv- 
ice of the United Railways in 1909. 
His first employment was that of a 
“shed man” at various sheds and car 
houses but principally at Virginia and 
Walsh. For several years he filled 
many different positions, including day 
foreman and relief supervisor. 


Samuel Kahn at San 


Francisco 


Official of Byllesby Operating Subsidi- 
ary Will Manage the Market 
Street Railway 


Samuel Kahn, elected to the vice- 
presidency and general managership of 
the Market Street Railway, San Fran- 
cisco, Cal., as noted in the ELECTRIC 


Samuel Kahn 


RAILWAY JOURNAL of Nov. 14, is well 
known in the utility business, especially 
in the light and power.fields. He has 
been vice-president and general mana- 
ger of the Western States Gas & Elec- 
tric Company, with headquarters in 
Stockton, Cal., since 1913. He will re- 
main vice-president. of that company 
and also serve as a director of it. 

The appointment is made as a result 
of the increased participation of H. M. 
Byllesby & Company, Chicago, in the 
affairs of the railway. {n fact, H. M. 
Byllesby & Company, have taken over 
control of the Market Street Railway. 
A year ago they acquired large inter- 
ests in the United Railways Investment 
Company, which controls the Market 
Street lines. Until the appointment of 
Mr. Kahn the engineering and operat- 
ing work of the railway was under the 
direction of the firm of Ford, Bacon & 
Davis, New York, through Alexander 
L. Black. Mr. Black submitted his 
resignation some time ago as vice- 
president. It is understood he will re- 
tain his present position with Ford, 
Bacon & Davis. 

Mason B, Starring remains as presi- 
dent of the lines. It is announced that, 
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other than the appointment of Mr. 
Kahn, no further changes are con- 
templated at present. . 

The appointment of the new operat- 
ing head of the lines was held up pend- 
ing the vote on Nov. 3 by which the 
San Francisco electorate, by an over- 
whelming majority, went on record as 
opposed to municipal ownership of the 
Market Street lines. 

Mr. Starring made the following 
statement: 

Mr. Black is retiring from the company 
with regret on both sides. There is no 
significance other than a further expansion 
of the Byllesby interests in engineering 
and operation. Ford, Bacon & Davis step 
out and the Byllesby organization steps in; 
that is all. Mr. Kahn comes to take charge 
under the Byllesby plan. 

Mr. Kahn received some of his educa- 
tion in Texas, the state of his birth. He 
entered the University of Texas in Sep- 
tember, 1898, and remained there two 
years. Later he went to Purdue Uni- 
versity and was graduated in 1903 with 
the degree of B.S. in electrical engi- 
neering. Then he returned to his home 
town and-pitched right into the utility 
business, becoming engineer of the 
San Antonio Gas & Electric Company 
and the San Antonio Traction Com- 
pany. He remained in these positions 
until January, 1909. From January, 
1909, until May, 1911, he served as gen- 
eral manager of the Union Light, Heat 
& Power Company at Fargo, N. D. 
His next affiliation was with the Ap- 
palachian Power Company with head- 
quarters at Bluefield, W. Va. In the 
fall of 1912 Mr. Kahn took on the im- 
portant work of assisting the Pacific 
Coast manager of H. M. Byllesby & 
Company, with office in Chicago and 
Tacoma, Wash. 

He remained in this capacity until 
May, 1918, when he became vice-presi- 
dent and general manager of the West- 
ern States Gas & Electric Company, 
succeeding W. S. Butler, resigned. Un- 
der his administration the Western 
States Gas & Electric Company has 
grown substantially. For the year 
ended Dec. 31, 1913, the gross earnings 
of the company were $1,085,647 and for 
the year ended Oct. 31, 1921, the gross 
earnings were $2,494,600. Mr. Kahn is 
prominent in civic and business organ- 
izations. He is president of the Stock- 
ton Chamber of Commerce this year. 
He was president of the Pacific Coast 
Section of the National: Electric Light 
Association for the 1918-1919 term. 


R. J. Crowley Leaves the 
International Railway 


R. J. Crowley, general storekeeper 
of the International Railway, Buffalo, 
N. Y., for the past four years, resigned 
recently. Mr. Crowley started his 
railway activities with the Interborough 
Rapid Transit Company in 1910, serv- 
ing as inspector and shop clerk and in 
the same capacity with the New York 
Railways. He remained with the In- 
terborough Rapid Transit Company 
until 1918, with the exception of two 
years which he spent on highway con- 
struction. In that year he went to 
Buffalo as chief clerk to J. W. Hulme, 
superintendent of equipment, and in 
1921, when the materials and supplies 
department was organized, he was pro- 
moted to general storekeeper. He put 


, 
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into working practice the stores system 
sponsored by B. J. Yungbluth, now 
vice-president and general manager of 
the International Railway at Buffalo. 
Mr. Crowley has not decided on his 
plans for the future. 


C. L. Bardo Vice-President 
of Brown-Boveri 


Clinton L. Bardo, formerly general 
manager of the New York, New Haven 
& Hartford Railroad, New Haven, 
Conn., has been elected vice-president 
of Brown-Boveri & Company, Ltd., 
New York, newly organized and an 
offspring of a parent company of the 
same name in Baden, Switzerland. 
Mr. Bardo expected to leave New York 
on Nov. 21 for a six weeks tour abroad 
to inspect the plants of the associated 
companies. He will have his headquar- 
ters in New York on his return. 

Much of the equipment manufactured 
abroad by Brown-Boveri is applicable 
for use in heavy electric traction work. 
This is a field in which Mr. Bardo has 
had experience, he having been con- 
| nected with both the New York Central 
and the New Haven roads during the 
process of the electrification of the 
terminals in New York. 


Ralph Newman has resigned as 
purchasing agent of the Highth Avenue 
Railroad, New York City, to open an 
automobile agency. 

Edward Holub has been appointed 
superintendent of the railway lines of 
the Wisconsin Public Service Company 
at Manitowoc. He succeeds J. E. 
Bodah, transferred to Green Bay. 


Ernest M. Lunda, master mechanic of 


the Wisconsin Public Service Corpora-. 


tion, Green Bay, Wis., for many years, 
has resigned to accept the post of engi- 
neer of equipment for the Grand Rapids 
Railway, Grand Rapids, Mich. 

Capt. W. Vane Moreland, general 
manager of St. Helens Corporation 
Tramway, St. Helens, England, has 
been appointed general manager of the 
Walsall Corporation Tramways. He 
has held important posts in connection 
with several tramway undertakings. 


Reginald Lawrence has been ap- 
pointed purchasing agent of the Eighth 
Avenue Railroad, New York City. He 
has been storekeeper of the Company 
for several years past. He succeeds 
Ralph Newman, who has gone into 
business for himself. 


Frank R. Burns, superintendent of 
the Blackstone Valley division of the 
Worcester Consolidated Street Railway, 
Worcester, Mass., has been made act- 
ing superintendent of the Southbridge 
division to fill the vacancy caused by 
the death of Frank S. Hunnewell. 


Charles B. Hardin, general claim 
agent for the United Railways, St. 
Louis, Mo., on Saturday, Oct. 31, was 
elected president of the Mid-West 
Claim Agents’ Association in the con- 
cluding session of the fifth annual con- 
vention of the organization held at 
the Hotel Jefferson, St. Louis. | 

Charles H. Woods has resigned as 
master mechanic of the Decatur divi- 
sion of the Illinois Power & Light Cor- 
poration to become a district sales 
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representative of the International 
Motor Company, maker of Mack trucks 
and buses, directing sales in northern 
Illinois counties. He will make his 
headquarters in Decatur. 


Lewis K. Lamson is the first man to 
be elevated by the United Railways 
from the ranks of transportation in St. 
Louis to an official position on account 
of the new bus service being introduced 
there in co-ordination with the street 
cars. He has been made superintendent 
of bus service. Mr. Lamson entered 
the employ of the United Railways in 
May, 1920, as an office assistant and 
chauffeur for Colonel Perkins. He was 
promoted from this position to inspec- 
tor, and then, when the buses were in- 
troduced in St. Louis last year by the 
newly formed St. Louis Bus Company, 
he was made acting superintendent. As 
a young man he attended Central High 
School in St. Louis and the Manual 
Training School, where he finished a 
preparatory course for Washington Uni- 
versity. From 1915 to 1917 he was em- 
ployed by the Fruin-Colnon Construc- 
tion Company. Then he went to war 
and served with the Twelfth United 
States Engineers overseas. On his re- 
turn he entered the service of the 
United Railways. 


J. E. Bodah, superintendent of the 
railway properties of the Wisconsin 
Publie Service Corporation at Mani- 
towoe, has been appointed master 
mechanic of the company at Green Bay 
to succeed E. M. Lunda, now with the 
Grand Rapids Railway. 

C. W. Gillespie, who since Jan. 1, 
1924, has been assistant to the vice- 
president of the Richmond Light & 
Railroad Company and the Staten 
Island Edison Corporation, resigned on 
Nov. 15 to accept a position in the 
treasury department of the Founda- 
tion Company, with headquarters at 120 
Liberty ‘Street, New York City. The 
Richmond Light & Railroad Company 
and Staten Island Edison Corporation 
are controlled by the Associated Gas & 
Electric Company and are under the 
direction of the J. G. White Manage- 
ment Corporation. In leaving his for- 
mer post Mr. Gillespie also severs his 
connection with the J. G. White interests. 
This connection has extended over a 
period of twenty years. 


E. A. Condit, Jr., has been elected 
vice-president of the Rail Joint Com- 
pany, New York, in charge of sales. 
Mr. Condit has been sales manager for 
many years, but heretofore has not 
been an officer of the company. He 
went with the company in 1902 after 
he had been graduated from Stevens 
Institute. He served first as a drafts- 
man, then became assistant superin- 
tendent in charge of the company’s 
mill and subsequently served in other 
capacities in the operating end of the 
business. His first experience in selling 
for the company was in Pittsburgh in 
1906. Since 1918 he has been located 
in New York in charge of sales. 


Cornell S. Hawley, president and 
treasurer of the Consolidated Car Heat- 
ing Company, Albany, N. Y., has been 
elected a director of the Municipal Gas 
Company of that city. Thus is added 
another office to the long list of activi- 
ties of the man. Whenever Albany 
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wants a job filled successfully it turns 
instinctively to Mr. Hawley. He is a 
member of the Port Commission of 
Albany and president of its Chamber 
of Commerce, just to mention a few 
of his other activities. These are all 
working jobs. Take the port commis- 
sion work, of which Mr. Hawley justly 
is proud. That will extend over a 
period of five years and involve an ex- 
penditure of more than $11,000,000. 
Every industrial activity in Albany will 
be affected by the manner in which that 
work is carried out. 


Martin Powell, superintendent of the 
motor bus department of the Toronto 
Transportation Commission, Toronto, 
Ont., has severed his connections with 
the commission, which operates both 
railways and buses. He became identi- 
fied with the commission in September, 
1921, when he accepted the position of 
assistant superintendent of the motor 
bus department, which then just opened 
up under the direction of W. Forsyth. 
Mr. Powell was made superintendent on 
June 1, 1924, with about 25 vehicles, 
garage staff and traffic staff under him. 
This position he held one year. Apart 
from his maintenance and operating 
experience, he is familiar with up-to- 
date recording systems, efficient office 
organization and the accounting and 
cost ends of the business. 


Obituary 


C. L. Rossiter 


Clinton L. Rossiter, former president 
of the Brooklyn Rapid Transit Com- 
pany, Brooklyn, N. Y., the predecessor 
of the Brooklyn-Manhattan Transit 
Corporation, died on Nov. 12. Mr. 
Rossiter was 65 years old. 

At the age of fifteen he had deter- 
mined on a career—that of a railroad 
and steamship engineer. He worked 
his way up in the offices of the New 
York Central until his ability was 
recognized by Gov. Roswell P. Flower 
of New York, through whose influence 
in 1895, when he was 35 years old, Mr. 
Rossiter was made head of the Brook- 
lyn property. 

In 1901 he resigned as president of 
the Brooklyn Rapid Transit. He was 
associated later with the Long Island 
Loan & Trust Company of Brooklyn 
and became its president. 

Mr. Rossiter was born in Brooklyn. 
He was educated in the public schools 
and Brooklyn Polytechnic Institute. 


Franklin Pierce Straus, for 25 years 
attorney for the Louisville Railway, 
Louisville, Ky., and also legal repre- 
sentative for other utilities, including 
the Louisville Water Company and 
Louisville Gas & Electric Company, 
died at his home in Louisville on Oct. 
30. He retired from active legal prac- 
tice five years ago. He was 72 years old. 


E. C. Bates, president of the Buckeye 
Jack Manufacturing Company, Alliance, 
Ohio, died at his home in that city on 
Oct 6. He was a pioneer in the auto- 
mobile industry and for the past 21 
years had been connected with the 
Buckeye organization, which he founded 
in 1904. He was 68 years of age. 
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$8,916,762 Power House 
Contracts Let 


City of Detroit Announces Successful 
Bidders for Equipment for New 
Railway Power Plant 


Contracts totaling $8,916,762 have 
been awarded by the Detroit Public 
Lighting Commission for the new mu- 
nicipal plant to supply power for all 
city requirements, including the rail- 
way lines run by the Department of 
Street Railways. The contracts let in- 
clude awards for the substructures at 
$562,000; superstructures, $1,534,800; 
switching control equipment to West- 
inghouse, $758,500; boilers and super- 
heaters to W. E. Wood, $301,191; 
transformers to General Electric, $175,- 
068; railway substation equipment to 
Westinghouse, $383,960; turbines to 
Westinghouse, $1,254,000; wharf at site, 
$421,393; substation buildings Nos. 24 
and 34, $138,958; cables to Habirshaw 
Electric Cable Company, $779,409; fur- 
nace waterwalls to Combustion Engi- 
neering Company, $99,714; conduit con- 
struction to A. J. Penate, $699,652; 
economizers to Sturtevant, $95,445. The 
contract for the powdered coal equip- 
ment went to the Combustion Engineer- 
ing Company at $327,861, that for the 
coal handling machinery to Link Belt at 
$75,927, that for the condenser units to 
the Wheeler Manufacturing Company 
at $144,000, and that for the railway 
substation equipment for fourteen sta- 
tions to the General Electric at $748,- 
400. Bids to be opened on Nov. 23 for 
switching station buildings A, C and D. 

The new generating station, known 
as the Morrell station, will have an 
original capacity of 75,000 kva., with 
an ultimate capacity double the original 
one. The three switching stations will 
be automatically controlled and will 
contain automatic railway and lighting 
feeder equipment, all of which will be 
supervised and controlled by super- 
visory control equipment from the dis- 
patcher’s office in the generating station. 

The contract awarded by the city to 
the. Westinghouse company for the 
switching equipment includes 56 truck 
type oil circuit breakers for house aux- 
iliaries, 78 single-pole segregated phase 
type 0-33 breakers at the generating 
station and 40 0-22 breakers at the 
three substations, also a section control 
desk and _ switchboards totaling 90 
panels for the power house and 2-18 
and 1-15 panel switchboard for the sub- 
stations. The supervisory control 
equipment is of the synchronous visual 
type, which is especially applicable to 
this. development. 

The balanced type metering equip- 
ment will be used to give the dis- 
patcher an indication of the load being 
carried by each switching station. 


The plans for the plant to supply the 
municipal railway at Detroit began to 
take definite shape in the spring of 


1924. The original estimate was for a~« 


60,000-kw. development. Together with 
transmission lines, substations and dis- 
tribution of appurtenances the cost was 
estimated at $11,600,000. The modifica- 
tion of the original program from a 
four-unit to a three-unit plant was ex- 
pected to bring the cost within the $12,- 
000,000 bond issue which had been 
voted the previous April. The idea was 
to try to have the plant ready to 
operate by October, 1926. At the time 
the construction of the plant was under 
consideration the city’s needs were 
placed at approximately 240,000,000 
kw.-hr. a year. The estimated yearly 
output of the proposed new three-unit 
plant is 300,000,000 kw.-hr. The plant 
is so designed that a fourth turbine 
may be added at any time. 


New Application for Balloon Tires 
in Bus Operation 


Balloon tires for front wheel use have 
been adopted by a number of Reo buses 
operating in the St. Louis district. Some 
doubt as to the feasibility of this 
scheme had been entertained prior to 
the tests recently conducted by distrib- 
utors in co-operation with bus oper- 


ators. The outcome of the investiga- 
tion was so satisfactory, however, that 
this type of tire is now regarded as de- 
sirable for standard equipment. Both 
four-ply and six-ply balloons are in use. 


Tire Prices Continue to Advance 


The price of bus tires has been ad- 
vanced nearly 50 per cent since the first 
of the year, following corresponding 
advances in the price of crude rubber. 
This increase -has occurred in five 
jumps, that of the tires lagging slightly 
behind the crude rubber advances be- 
cause of the fairly large reserve stocks 
of that material possessed by the manu- 
facturers. Tire prices are still below 
the 1920 peak, however, and only 
slightly above the level noted in 1923. 


$7,000,000 Construction Program 
Ahead for Key System 


In an appeal to the State Railroad 
Commission asking that its allowable 
earning rate be increased to 8 per cent 
the Key “System Transit Company, 
operating in the cities adjoining San 
Francisco Bay, California, has outlined 
a very extensive program of reconstruc- 
tion and new equipment. More than 
$7,000,000 is to be expended within the 
next three years in following out this 
comprehensive plan, provided that the 
commission becomes convinced of the 
justice of the claims advanced by the 
system. The railway is the largest 
single industry operating in the Bay 
cities and its officials are engaged in 
an extensive publicity campaign seek- 
ing to enlist the support of the public 
in backing its requests. 

It is proposed to expend the $7,000,- 


ELECTRIC RAILWAY MATERIAL PRICES—Nov. 17, 1925 


Metals—New York 


Copper, electrolytic, cents perlb........... 14.55 
Lead, cents per 9.75 
Nickel, cents per Ib.. 34.00 
Zine, conta Perl.) sci wees aisles es cine 8.76 


Tin, ‘Straits, cents per |b.. 63. 


Aluminum, 98 to 99 per cent, cents. per “Ib.. 28.00 
Babbitt metal, warehouse, cents per lb.: 

Fair grade: xo ceeeaais siden oc atic 60.00 

‘Commercials cijee tetas oie vies; svelsie.aiale 28.00 

Bituminous Coal 
Smokeless mine run, f.o.b. vessel, Hampton 
OBdS. awe aN on ccc kee $5.025 
Somerset minerun, Boston. . aeenact 2.20 
Pittsburgh minerun, Pittsburgh.......__. ERY 8] 
Franklin, Ill., screenings, Chicago......... 1.625 
Central, ill., screenings, Chicago. dee sicces 1.425 
Kansas screenings, Kansas City........... 2.30 
Track Materials—Pittsburgh 

Standard steel rails, grosston............. $43.00 
Railroad spikes, drive, rae) bay 

cents per lb.. 2.95 
Tie Bieta (flat type), cents perib.. 2.425 
Angle barscents perlb...............0..05 2075 
Rail bolts and puter Pittsburgh base, cents,lb. 4.075 
Steel bars, cents perlb.................35 2.00 
Ties, white oak, hioaaet 6in.x8 in.x8 ft..... $1. 4u 

Hardware—Pittsburgh 
Wire nails; base perkeg:.....6.....,00005 2.65, 
Sheet iron (28 gage), cents per |b.. 3.25 
Sheet iron, galvanized (28gage), cents per lb. 4.50 
Galvanized barbed wire, cents perlb....... 3.35 
Galvanized wire, ordinary, cents perlb..... 2.50 
Waste—New York 
Waste, wool, cents perlb................. 16 
Waste, cotton (100 lb. bale), cents per lb.: 
Hite see eee ce sah ook 13-19 
Coloreditae sctesumi mites sc ncaa’ aha bis 10-15 


Paints, Putty and Glass—New York 


Linseed oil (5 bbl. lots), per gal.. $0.99 
White lead in oil (100 tb. keg), cents] per Ib.. 0.1550 
Turpentine (bbl, lots), per gal... 1.10 
| Car window glass, (single strengths, first 
three brackets, A quality, discount*,.... 84.0% 
Car window glass, ‘single strength), first 86.0% 
three brackets, B quality, discount*... . 
Car eebad glass, (double strength) all 
sizes, A quality, discount*.............. 85.0% 
Putty, 100 lb. tins, cents perlb............ 6 


* Prices f.o.b. works, boxing charges extra. 


Wire—New York 


Copper wire base, cents perlb... is PS je 
ubber-covered wire, No. 14, per ‘I, 000 ft. 7.v0 
Weatherproof wire base, cents per Ib. a 18.25 
Paving Materials 

Paving stone, granite, 5 in. 

New York—Grade I, per thousand..... $147 
Wood plesk pare 34, 16 |b. treatment, 

N.Y. A {: DER IR rd whe cS $2.70 
Paving, bok: Shxaix4, N. Y., per 1,000 in 

Garlodd 1ote. «/:)s s<)..2sikbh vin vist etaeeeee 51.00 
Paving brick 3x8}x4 N.Y., per 1000 in 

earload Tots... 5225 2 ros. as eee 45.00 
Crushed stone, }-in., carload lots, N. Y., 

PET OUI insss, J deiaversanes Cue Onan 1.85 
Cement, Chicago consumers’ net prices, 

without bage silt ncn pete nee re, 2.10 
Gravel, }-in., cu.yd., f.o.b. N. Y.........-. lets 
Sand, cu.yd., Viboneate casita. aeeetee 1.00 

Old Metals—New York and Chicago 
Heavy copper, cents perlb..............+. 12.00 
Light copper, cents perlb.. ........2..ee08 lu .00 
Heavy brass, cents perlb............eee0% 7.50 
Zinc, old scrap, cents perlb............ ae 5.25 
Lead, cents per lb. (heavy)...........-++5 .25 
Steel car axles, Chicago, net ton. HA $18.25 
Cast iron car wheels, Chicago, grosston.... 18.75 
Rails Y oat ei Chicago, gross ton.......... 20.00 
Rails, (relaying), Caicago, grosston........ 25.50 
Machine turnings, Chicago, gross ton....... 10.25 
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000 specified in the company’s program 
along the following lines: 


Track reconstruction jobs...... $3,651,919 
Rolling equipment: 
20 (SUTGGE CATS N So. 6a she eiese te es 600,000 
BO Streeimiars mete nue sis 6 lols cscs «6 880,000 
te NSO MEMCUER ot tera ial Giclee tales 210,000 
Two electrically drivenferryboats 1,690,000. 
Automatic substation .......... 90,000 
Bight 29-passenger buses ...... 64,000 
Other equipment sous. eee 140,000 
ATE Me men Cale c a lors "e dis ws \eve,o:c0 $7,235,919 


Railway Equipment to Be 
Featured at Philadelphia 


Many exhibits of interest to the elec- 
tric railway field are planned for the 
Machinery, Engineering, Mines, Metal- 
lurgy and Transportation Palace of the 
Sesquicentennial International Exposi- 
tion, to be held in Philadelphia from 
June 1 to Dec. 1, 1926. The exposition 
will commemorate the 150th aniver- 
sary of the signing of the Declaration 
of Independence. 

In the transportation section the 
most modern types of steam and elec- 
‘tric railway equipment, including steam 
and electric locomotives of the latest 
design, and every form of railway 
appliances, will be exemplified. Buses 
and trucks, chassis and bodies of all 


a faster and more frequent schedule in 
many places. This type of car will not 
be used on the branch lines selected for 
eventual abandonment because there is 
not business enough for any rail traffic. 
In these instances buses will be relied 
upon instead. 

A Brill gasoline-electric car, 73 ft. 
long and seating 92 persons, is included 
in the new equipment and there are 
two smaller Brill cars. In appearance 
the cars follow the conventional rail- 
road coach lines. Each of the Brill 
cars has a 250-hp. gasoline engine 
coupled to a 600-volt generator with 
two standard 140-hp. railway type 
motors. 


Government Index Figures 
Reflect. Satisfactory Showing 


Manufacturing production in Septem- 
ber at 123 per cent of the 1919 average 
was greater than in August, according 
to the index number of the Department 
of Commerce covering 64 commodities, 
and was 8 per cent higher than in Sep- 
tember, 1924. The principal increases 
over August occurred in the production 
of textiles, with a gain of 7 per cent; 
iron and steel. with a gain of 2 per 
cent; chemicals and oils, with a gain of 


raw materials for manufacture were 
greater than in August, while the stocks 
of manufactured commodities were 
smaller and manufactured foodstuffs 
showed no change. All groups, how- 
ever, showed increases over a year ago, 
except manufactured foodstuffs, which 
was smaller. 


Ohio Brass Host of McGraw-Hill 


Several executives, members of 
business staffs and editors of the 
McGraw-Hill Company, Inc., publisher 
of the ELECTRIC RAILWAY JOURNAL, were 
the guests of the Ohio Brass Company 
on Nov. 16 and 17. A large delegation 
of McGraw-Hill men arrived at the Bar- 
berton plant of the Ohio Brass Com- 
pany on Novy. 16 and spent the day with 
their hosts. A tour of the insulator 
plant and talks by representatives of 
the two companies made up the pro- 
gram. A. O. Austin gave a splendid 
talk on insulators, with some laboratory 
demonstrations, and in the evening 
Malcolm Muir gave a talk on “Indus- 
trial Marketing.” His remarks re- 
ceived many favorable comments. 

After spending the night at Akron 
the hosts and their guests went to 
Mansfield to visit the Ohio Brass plant 


McGraw-Hill Representatives and Officers of Ohio Brass Company at the Mansfield Plant 


types, will be on exhibition, many of 
the large manufacturers having already 
contracted and reserved space. 

A large and comprehensive showing 
of Diesel engines will be made and the 
history of this important factor in 
power development from its inception 
to the present time will be visualized. 
Exhibits of the newest Diesel-driven 
locomotives, manufactured by Baldwin 
Locomotive Works, will be made. The 
burning of powdered coal will be demon- 
strated by a number of boiler and 
mechanical. stoker manufacturers who 
have arranged for space at the exposi- 
tion. 


First of New Gas-Electric Cars 
for Boston & Maine Arrives 


The Boston & Maine Railroad has 
bought tweive gasoline-electric motor 
rail cars, at a cost of about $500,000. 
It plans to use these cars to develop a 
new service over 500 miles of main 
lines and branch lines, supplanting 
steam trains to a large extent. The 
first of the new cars arrived in Boston 
during the week ended Nov. 8. It is 
expected that the road will establish 


6 per cent; tobacco, with a gain of 3- 


per cent, and miscellaneous items, with 
a gain of 3 per cent. Decreases from 
August occurred in the production of 
lumber, stone, glass and clay products 
and non-ferrous metals, while no change 
occurred in the production of leather 
and the output of paper and printing. 
Compared with a year ago all groups, 
except manufactured foodstuffs, showed 
increased output. 

The output of raw materials was 2 


per cent less than in September, 1924, 


the marketings of animal products de- 
creasing 5 per cent, crop marketings 2 
per cent and mineral products 2 per 
cent, while forestry products increased 
9 per cent. 

The index of unfilled orders showed 
no change from August, but was 13 per 
cent greater than a year ago, both the 
iron and steel and building materials 
groups being higher than in Septem- 
ber, 1924. 

Stocks of commodities held at the end 
of September showed an increase of 4 
per cent over August, when allowance 
is made for seasonal variations, and 
increased 10 per cent over a year ago. 
Stocks of raw foodstuffs and the other 


in that city. The plant proved very 
interesting to the visitors. Among the 
McGraw-Hill men present were Mal- 
colm Muir, Charles Gordon, M. E. Her- 
ring, John Abbink, Jay E. Mason, R. D. 
Hall, A. H. Hubbell, L. W. W. Morrow, 


Morris Buck, C. W. Stocks, L. W. 
Nickel, M. H. Newton and P. H. 
Graham. Ohio Brass executives who 


entertained the visitors royally were 
F. B. Black, C. K. King, A. O. Austin, 
H. L. Brown, A. D. Lynch, E. B. Snyder, 
J. R. Palmer, A. L. Price, J. C. Wilson, 
J. H. Drew and others. 


Signals the Subject of a 
Sixty-Page Booklet 


@ 

Almost a textbook on signals is the 
handsome booklet just issued by the 
General Railway Signal Company, 
Rochester, N. Y., announcing the vari- 
ous color-light and position-light sig- 
nals manufactured by the company. At- 
tractive illustrations in two and three 
colors assist in clarifying the text. Not 
only is information given concerning 
the several types of signals and their 
most general applications, but consider- 
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able space in the 63-page bulletin is de- 
voted to a discussion of lamp and lens 
features as well. The color-light high- 


way signals produced by the company - 


are featured and the more important 
precautions to observe when installing 
ecolor-light signals are listed. As an 
introduction to the booklet a rather in- 
teresting outline of color-light develop- 
ment is given. 

The opinion expressed by the manu- 
facturer is that the development of the 
light signal has been so rapid during 
the last five years and the practical 
results obtained so satisfactory that 
they have surprised many signal engi- 
neers who were of the opinion that the 
daylight indication of this type of signal 
could never be made sufficiently effec- 
tive for high-speed railroad service. 

The company proceeds to explain that 
the desire to eliminate moving parts 
wherever possible and to simplify the 
installation, maintenance and opera- 
tion of signal systems, the desire to 
secure a signal that will give the same 
indications both day and night, the 
same indications in tunnels as in the 
open, a signal that can be installed on 
bridges, special structures, in terminals 
and other places where clearances are 
limited, a signal that is well adapted to 
steam and electric railways alike or to 
steam railways partly electrified, has 
led manufacturers and users to turn to 
the light signal as offering such possi- 
bilities. 


Some Bridgeport Brass History 


The Bridgeport Brass Company, 
Bridgeport, Conn., has commemorated 
its 60th anniversary by the distribution 
of a pamphlet describing its develop- 
ment from its inception in 1865. Of 
particular interest to the electric rail- 
way industry is the account of the man- 
ner in which “Phono-Electric” trolley 
wire was developed to meet the needs 
of heavy-duty service. Soon after elec- 
tric service was undertaken it became 
apparent, the pamphlet says, that cop- 
per wire would not be able to stand up 
satisfactorily under the requirements 
of trolley service. The excessive cost 
of frequent renewals made it a matter 
of prime importance that some ade- 
quate substitute be found which would 
provide a satisfactory conductivity and 
guarantee a much longer period of life. 

To meet the requirements of Frank 
J. Sprague, who in 1889 installed the 
trolley system in Richmond, Va., an 
alloy wire was produced by the Alumi- 
num Brass & Bronze Company, then 
occupying the property now covered 
by the Bridgeport Brass rolling mill. 
The name “Phono-Electric” was ap- 
plied to this wire as it was expected it 
would also prove of value in the tele- 
phone field because of its high tensile 
strength, thus permitting a longer span 
in erection. ~ 

Mr. Sprague was so pleased with this 
new wire that he specified it thereafter 
for all of the railways built under his 
supervision. Incidentally, the company 
mentions that ‘“Phono-Electric”’ wire 
was selected by the New York, New 
Haven & Hartford, the Norfolk & 
Western, the Pennsylvania and the 
Boston & Maine Railroads as heavy 
traction electrification began to be 
adopted in the United States. 
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Track and Line ‘ 


Tampico Electric Company, Tampico, 
Mexico, is planning to construct a sub- 
urban street railway from Prieto, the 
terminal of the Mexican Gulf Oil Com- 
pany, to the Gulf. Prieto is on the 
Panuco River, opposite Tampico. The 
railway system of Tampico, including 
the lines that run to the suburban col- 
onies, is to be overhauled and placed 
in first class condition. 

Rockford City Traction Company, 
Rockford, Ill., is now relaying its track 
the distance of the brick paving on 
North Second Street between Rural 
Street and the city limits. Using the 
process of the Metal & Thermit Cor- 
poration, New York City, the company 
is reworking its track on North Sec- 
ond Street the distance of the new 
paving so that the rails will be solid 
and continuous. When State and Sev- 
enth Streets are paved next spring the 
thermit welding process is expected 
to be used. 


Worcester Consolidated Street Rail- 
way, Worcester, Mass., has placed its 
tracks near Fisherville, Mass., at the 
same level as the cement road which 
has recently been completed. 


Trade Notes 


Henry J. Barnes has been elected 
vice-president of the Alumino-Thermic 
Corporation, Roselle Park, N. J. Mr. 
Barnes has been connected with the 
company for the last three years. Be- 
fore that he was for many years in 
the sales department of the Metal & 
Thermit Corporation. 


India Tire & Rubber Company, Akron, 
Ohio, has appointed J. N. Dunlevy to 
the advertising and sales promotion 
division. Mr. Dunlevy was formerly 
business manager of the Palmer Art 
Studio of Akron. He will work with 
J. B. Mills, who is in charge of adver- 
tising and sales promotion. The com- 
pany also announces that W. C. Withers 
has just joined the sales force of the 
New York branch. Mr. Withers will 
cover the metropolitan territory. He 
has been in the tire selling field for 
twelve years. He formerly did special 
sales work for Goodrich out of New 
York and has represented Republic in 
and around New York City. 


Linde Air Products Company, New 
York, N. Y., at the last meeting of its 
board of directors elected G. W. Mead, 
formerly president, chairman of the 
board. W. F. Barrett, formerly vice- 
president, was elected to the presidency. 
In addition to these changes R. R. 
Browning was elected vice-president in 
charge of sales activities, and J. A. 
Rafferty, vice-president in charge of 
engineering, manufacturing and _ re- 
search. 

Oil Jack Company, Inc., New York, 
N. Y., announces the appointment of 
Fred D. Sweet as manager of its mid- 
dle Western territory, with offices in 
the Wrigley Building, Chicago. Among 
the positions which Mr. .Sweet ‘has 
held in the past are manager of the 
United States Rubber Company in the 
handling of automotive equipment, 


. the Oil Jack Company, Inc., New York, ~ 
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sales supervisor of the Biflex Products 
Corporation and secretary and general 


sales manager of the Steel Products — 


Corporation. The Charles M. Hoffman 
Company, manufacturers’ representa-— 
tive, Kansas City, Mo., will represent 


in the Southwestern district. 


North East Service, Inc., Rochester, 
N. Y., has announced the election of © 


R. J. Kelleher as vice-president and — 


general manager. 


Gloke Ticket Company, Philadelphia, — 


Pa., has received the contract for fur- 
nishing 3,000,000 transfers for use on 


the lines of the Seattle Municipal Rail- 


way. 


G. M. Basford Company, New York © 
City, has elected Roger L. Wensley — 
president and director to fill the va- — 


cancy caused by the death of G. M. Bas- 
ford. Other officers and directors of 
the company remain the same. Mr. 
Wensley has been associated with the 
company for the last eight years, the 
last three as vice-president. The G. M. 
Basford Company will continue the 
ideals and policies followed during .Mr. 
Basford’s administration. 


Reo Motor Car Company, Lansing, 
Mich.; has reproduced in its Reo Bus 
News for November “The Wise Man,” 
the magnum opus of an editor of the 
ELECTRIC RAILWAY JOURNAL published 
in one of the dailies at the recent 
American Electric Railway Association 
convention at Atlantic City. To the 
original poem the Reo company has 
submitted an answer and in addition 
has paraphrased it, not in poetic terms, 
so it claims, but in terms of facts. 

Prest-O-Lite Company, Newark, N. J., 
at a meeting of the board, 
M. J. Carney, formerly president, chair- 
man of the board. William F. Barrett, | 
formerly vice-president, was elected to 
the presidency. Ralph R. Browning was 
elected vice-president in charge of 
acetylene sales activities. R. J. Hoff- 
man was re-elected vice-president in 
charge of storage battery and auto- 
motive divisions. 


New Advertising Literature 


Ohmer Fare Register Company, Day- 
ton, Ohio, has issued a bulletin deserib- | 
ing the many new and standard devices 
recently exhibited by it at the 44th 
anumual convention of the American 
Electric Railway Association. Particu- 
lar attention is drawn to the new Ohmer 
hub-odometer for street railway and 
interurban service; also the Ohmer 
transfer printing and issuing machine, 


and the Ohmer transmission-driven 
odometer. Special leaflets for the two 
latter devices are inclosed with the 
bulletin. 


General Electric Company, Schenec- 
tady, N. Y., has issued bulletins GEA- 
123 and GEA-178. The former is called 
“Automatic Voltage Regulators,” while 
the latter deals with the theory and en- 
gineering characteristics of “Instru- 
ment Transformers.” 

Allis-Chalmers Manufacturing Com- 
pany, Milwaukee, Wis., has issued bulle- 
tin No. 1228 entitled “Allis” Texrope 
Drive, “a flexible and positive multiple 
belt drive for close centers.” 
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